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ABSTRACT In this paper, the problem of deep-stall recovery will be studied for the aircraft without
longitudinal static stability. A new longitudinal short-period deep-stall model is established in the presence
of time-varying distributed delays. Based on bifurcation analysis method, the effects of actuator fault on
deep stall are analyzed in depth. Considering the system uncertainty, actuator fault, input saturation and
unsteady disturbance, a finite-time prescribed performance deep-stall recovery law is designed according to
the bifurcation analysis results. Further, to avoid the singularity problem in traditional finite-time control,
an improved finite-time control law is developed. Stability of the closed-loop system is proved by common
Lyapunov functional method. And simulations are given to illustrate the validity of the proposed deep-stall

recovery control scheme.

INDEX TERMS Deep stall, finite-time control, prescribed performance, bifurcation analysis.

I. INTRODUCTION

Deep stall is an uncontrollable state. When a fighter enters
deep stall, the angle of attack (AOA) increases automatically
and will be locked at a certain AOA far beyond the stall
AOA [1]. Deep stall widely exists in aircrafts with longitudi-
nal torque characteristics that have a “spoon-like” structure,
such as the F-16 fighter. Hence, many scholars have deeply
studied the deep-stall phenomenon [2]-[4]. In [5], a static
deep-stall recovery control law and a dynamic deep-stall
recovery control law were discussed for a class of aircrafts
with relaxed static stability. In [6], a deep-stall recovery
control law was designed based on the bang-bang control
method. In addition, the sliding mode control method has
also been considered to achieve the deep-stall recovery in [7].
According to [2]-[7], it can be concluded that traditional
deep-stall recovery mechanisms are to achieve instability in
the deep-stall area and rock the aircraft to overcome the
deep-stall attraction.

Different from above studies on deep stall, aircrafts without
“spoon-like”” longitudinal torque characteristics will be stud-
ied in this paper. The longitudinal flight dynamics of these
aircrafts is statically unstable, and has no stable high AOA
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open-loop equilibrium area [8]. Hence, the existing deep-stall
recovery methods can not be directly adopted in this paper.
To analyze the deep-stall phenomenon induced by actuator
fault, the bifurcation analysis method will be adopted in this
paper. Bifurcation analysis technology has been widely used
in the analysis of aircraft dynamic characteristics, and was
applied to the design of flight control laws [9]-[11]. In [12],
bifurcation analysis method was used to analyze the high
AOA characteristics of aircrafts, and some dangerous phe-
nomena can be predicted based on the analysis results, such
as departure, deep stall, wing rock, etc. In [13], bifurcation
analysis method was used to analyze the maneuverability
of the F-18 aircraft, and the analysis results were taken to
guide the design of the sliding mode flight controller. In [14],
through the bifurcation method, the effects of flexibility on
the stability of the aircraft were evaluated. In this paper,
the effects of actuator fault on the aircraft stability at high
angles of attack will be discussed. And the analysis results
show that actuator fault may induce a phenomenon similar to
deep stall in the statically unstable aircraft, which has rarely
been studied.

For statically unstable aircrafts, a novel finite-time adap-
tive prescribed performance deep-stall recovery control law
will be designed in this paper. In addition to the characteristic
of finite-time convergence, the finite-time control system
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has better robust performance and anti-disturbance perfor-

mance because of the fractional power term in finite-time

controllers. Meanwhile, the prescribed performance control
has a satisfactory effect on improving the transient perfor-

mance and steady-state performance of the system. In [15],

the prescribed performance method was first proposed, which

can ensure that the constrained variables remain within
the preset range. In recent years, the prescribed perfor-

mance method has been widely studied [16]-[18]. In [19],

the prescribed performance method was adopted to design

a switched non-strict-feedback nonlinear system control.

In [20], the prescribed performance method and fuzzy control

were combined. Meanwhile, finite-time control has also been

greatly developed [21]-[24]. In [25], a finite-time control was
applied in the control of linear parameter-varying systems.

In [26], a finite-time trajectory tracking control law was

designed for a marine surface vehicle. However, finite-time

prescribed performance control has rarely been considered.

Based on the above discussion, a longitudinal attitude
model of an aircraft will be established according to the
dynamic characteristics of deep stall. Further, the effects of
actuator fault on aircraft stability at high angles of attack will
be evaluated through the bifurcation analysis method. Then,
considering the effects of system uncertainties, unsteady
disturbances, actuator fault and input saturation, a finite-
time prescribed performance deep-stall recovery law will be
designed. Finally, a simulation study is carried out to illus-
trate the feasibility of the post-stall recovery control scheme,
followed by the conclusion. And the main contributions of
this paper are as follows:

(1) To describe aerodynamic characteristics of aircrafts at
high AOA more accurately, a new deep-stall model is
proposed for the first time, which is a non-strict feedback
nonlinear system with time-varying distributed delays.
The mechanism of deep-stall induced by actuator fault
is analyzed in detail, and the corresponding deep-stall
recovery scheme is designed according to the analysis
results.

(2) To improve the performance of deep-stall recovery,
finite-time control and prescribed performance con-
trol are combined to realize the deep-stall recovery
law. It has rarely been studied that finite-time control
and prescribed performance control are combined and
applied to non-strict feedback nonlinear systems with
time-varying distributed delays.

(3) To handle controller singularity problem in traditional
finite-time control, an improved finite-time control
law is developed by introducing a non-smooth term,
which changes the closed-loop system into a switched
system. Then, finite-time stability of the closed-loop
system is proved by common Lyapunov functional
method.

(4) The non-strict feedback time-varying distributed delay
term is introduced into the post stall model, in which
some complicated and challenging issues including sys-
tem uncertainties, actuator fault and input saturation
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are addressed. Based on the neural network technology
and a variable separation method, a robust finite-time
prescribed performance deep-stall recovery law is
developed.

Il. PROBLEM FORMULATION

A. PROBLEM STATEMENT

In the deep-stall region, the flight speed and trajectory angle
do not change much. Therefore, the longitudinal short-period
motion equation can be used to describe the deep-stall
characteristics [27]:

fil@) + Afi (@) + g+ Hi (o, g, 1)
1

q = I_QairSECm (O[, q, 8c) + Afz (Ol, ‘])
y

a

+ pghs: (uz) + Ha (a, q, 1) (D

where o is the AOA. ¢ is the pitching rate. fj(«) is the
known nonlinear function of «. Cy, (¢, ¢, é.) is the pitch-
ing moment aerodynamic coefficient. Qg is the dynamic
pressure. S is the reference surface area of the wing. I, is
the moment of inertia. ¢ is the mean aerodynamic chord, and
dc 1s the defection of canard. Af; (@), Af> («, g) are unknown
nonlinear functions. g’2 > 0 is the control gain, which is
a known constant. H; (¢, g, t) and H> («, g, t) are unsteady
disturbances, and will be described later. p is the actuator fault
signal, which can be written as [28]

{1’
p =
€ps

where 0 < ¢, < 1 is an unknown constant, T, is the occur-
ring time of actuator fault. It is worth noting that the smaller
the value of p is, the more serious the actuator failure is.

At high AOA, the control performance of the canard is
almost lost. Hence, the canard is generally fixed, and only the
thrust vectoring angle §; (u;) will be used as the controller,
which is subject to saturation constraint described as (3).

t<T,
t>T,

@

&Wzmwzrmmm,w>m 3
Uz, luz| < Ms;
where u;(t) € R is the designed control input. M5, = 15°
represents the maximum deflection angle of the normal thrust
vector.

Due to the complex aerodynamic mechanism of unsteady
disturbance, the influence of unsteady disturbance on the
deep-stall recovery is seldom considered in the existing
research [2]-[4]. Different from previous studies, the concept
of time-varying distributed delay is adopted to analyze the
effect of unsteady disturbance on aircraft motion [29]:

t

Hy (o, q.1) = / hy (a (s) . g (5))ds

t—71(t)
t

Hy (. q.1) = / hy (a (s) . g (s))ds “)

t—12(1)
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where &; (@, B) is an unknown smooth function of « and ¢,
7; (t) denotes the unknown time-varying delay, i = 1, 2.

The pitching moment aerodynamic coefficient C,, (¢, g, .)
can be expressed as [8]:

Cn=Cno (a)+Cmq () %""Cm(sf (o) (B¢ — 8c0 (o)) (5)

where Cy0 (@) is the static pitching moment coefficient,
Cing () and Cps, (o) are the pitching moment coefficients
due to the pitching rate and the elevator deflection. V is the
airspeed, and ¢ («) is a nonlinear function of «.

Remark 1: Tt is noteworthy that the existence of unsteady
disturbances H; («, g, t), H> (¢, g, t) transforms system (1)
into a nonstrict-feedback system. Therefore, the deep stall
recovery considered in this paper will be faced with greater
challenges.

B. PRESCRIBED PERFORMANCE

In [15], the prescribed performance method was proposed,
which ensures that the constrained output tracking error
e(t) € R remains within a predetermined range. And the idea
of prescribed performance method can be expressed by the
following inequality:

er(t) <e(t) <ey(t) (6)

where ¢; (1), e, (t) are the designed lower boundary and upper
boundary of the tracking error e(t), respectively. And e; (¢),
ey (1) can be designed based on the following definition:

Definition I [15], [30]: A smooth bounded function b(¢) :
R* +{0} — R will be called a performance function, if b(¢)
is decreasing, |e(0)| < b(0) and ll_l)rgo b(t) = by > 0.

According to Definition 1, the performance function is
usually designed as

b(t) = (b(0)—b(c0))e™" + b(o0) N

where b(0) and b(oco) are design constants, and satisfy 5(0) >
b(00). I > 01is a constant to be designed.

Hence, according to (7), e; (t), e, (t) can be chosen as
follows:

e1(t) = =Qb(t),e,(t) =b(1),
er(t) = —b (1), e, (1) = Qb (1),

where 0 < Q < 1 is a design constant.

Thus, invoking (7) and (8), it is obvious that we can adjust
the steady-state value and the maximum overshoot of the
tracking error e(t) by selecting appropriate values of parame-
ters b (00) and b (0). Meanwhile, the parameter / decides the
slowest convergence rate of the tracking error.

To achieve the prescribed performance control, we do the
following variable transformation:

when e (0) > 0
when e (0) < 0 ®)

e(t) = ST (w, e (1), ey (1))
o =ST " (e(t), e (1), en(t)) )

where @ is a new unconstrained error signal. The function
ST (w,e; (1), e, (1)) is a strictly increasing function of the
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FIGURE 1. The static pitching momentcoefficient of F-16 aircraft.

error signal o, and satisfies the following equations:

lim ST (w,e; (1), e, () = e, (1)

w—+00

lim ST (@, e (1), eu (1) = er (1) (10)

1ll. BIFURCATION ANALYSIS OF DEEP STALL

Bifurcation analysis is a powerful analysis method of com-
plex nonlinear system, which can predict the global dynamic
characteristics of nonlinear dynamic systems [12]. In this
section, the mechanism of deep stall induced by actuator
failure will be analyzed in detail through bifurcation analysis
method.

Static pitching moment coefficient C,, () determines
the longitudinal aerodynamic characteristics of an aircraft.
The deep-stall phenomenon is widespread in aircrafts with
static pitching moment coefficient that has a ‘“‘spoon-like”
structure [7]. Taking the F-16 aircraft as an example, its
static pitching moment coefficient is shown in Fig. 1. When
o < 44°, the aircraft is statically unstable. However, when
o > 44°, the aircraft is statically stable. It is worth noting
that this aircraft has a stable equilibrium at high AOA. As a
result, the aircraft is very easy to be locked at this point, which
forms deep stall.

In this paper, another type of aircrafts will be studied,
whose longitudinal moment characteristics have no ““spoon-
like™ structure. Taking the X-31 aircraft as an example, its
static pitching moment coefficient is shown in Fig. 2. It is
worth noting that this aircraft is statically unstable and has no
stable high AOA area. Hence, traditional open-loop bifurca-
tion analysis is not suitable for this aircraft. Then, the closed-
loop bifurcation analysis will be adopted in this paper, and the
effects of actuator fault on the aircraft stability at high angles
of attack will be evaluated.

To perform closed-loop bifurcation analysis on system (1),
the unsteady disturbances H; («, ¢, t) and H; («, g, t) can be
ignored. Because the unsteady disturbances H; (e, g, t) and
H> (o, g, t) will not affect the steady-state solution of the
closed-loop system, and ignoring unsteady disturbances does
not affect the bifurcation analysis results. Hence, the nominal
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FIGURE 2. The static pitching momentcoefficient of X-31 aircraft.

analytical model of (1) can be written as

a = fi(@)+q

. [
q=705cCnla.q, 8¢) + pghd: (uz) (11)
¥
For the closed-loop bifurcation analysis, the traditional
backstepping method is adopted, which has been widely used
in the flight control law design [46]-[48]. Based on (11),
the backstepping flight control law is designed as

qc = —fi(a) + ac — kiperp
08c(Cp(@) + qcCg ()
T, 2V

/_1 y .
U; = =8 +koperr — e + e (12)
+Cs,. (@) (3c — dc0 ()))
where o, is a designed AOA command. e;p, = o — o,

e = q — qc- k1p > 0 and kpp > 0 are design constants.
Stability of the closed-loop system (11) and (12) can be easily
verified. It will not be repeated here. It is worth noting that,
in the design of controller (12), the input saturation is not
considered. The input saturation will be treated as an input
constraint in the bifurcation analysis program.

In general, an aircraft equipped with the thrust vector is
difficult to enter deep stall. However, if the aircraft is sub-
jected to strong gust disturbances and the engine thrust is
reduced, the aircraft may enter the following dangerous state:
V =34.9912 m/s, y= —13.6536°, a = 50.0364°, g = 0/,
and 7 = 51815 N. In this case, if the engine’s performance
deteriorates, the aircraft will enter a more dangerous state.
Hence, in this section, we will take the above state as the
initial flight state, the AOA command o, will be treated as
the bifurcation parameter, and the influence of the actuator
fault p on the the steady-state solution of (11) and (12) will be
studied based on the bifurcation method. The analysis results
are given in Fig. 3 - Fig. 6.

In Fig. 3 - Fig. 6, the solid blue line indicates the stable
equilibrium solution, and the red dashed line represents an
unstable equilibrium solution. Fig. 3 shows that the aircraft
can achieve a good AOA tracking performance in the absence
of actuator fault (o = 1). When 0.5 < p < 1, the aircraft still
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FIGURE 5. p=0.4.

has enough control energy to achieve better AOA tracking
performance, and the closed-loop bifurcation analysis result
is similar to Fig. 3. When p < 0.5, the closed-loop bifurcation
analysis results are given in Fig. 4 - Fig. 6. In Fig. 4, when
o = 0.44, the aircraft can achieve small AOA tracking
(0 < a, < 48°). Once the AOA of the aircraft is slightly
greater than 48°, the AOA will deviate uncontrollably to
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FIGURE 6. p =0.3.

a higher AOA (about 58°), and we call this AOA as the
deep-stall AOA. It is noteworthy that in this case, even if the
AOA command («,) is reduced, the aircraft’s AOA cannot
be restored to a small AOA. However, it is worth noting that
if the AOA command o, is increased, the aircraft can still
achieve high AOA tracking. Fig. 5 is similar to Fig. 4, but the
deep-stall AOA increases to 68°. Fig. 6 indicates that when
control efficiency is further reduced, the aircraft can only
achieve small AOA tracking.

Inspired by the analysis results in Fig. 4 and Fig. 5,
although the aircraft does not have enough nose down pitch-
ing moment, it can still track the high AOA command. Hence,
the deep-stall recovery plan is designed as:

(1) First, when the deep stall occurs, a high AOA tracking
controller will be activated to increase the AOA of the
aircraft.

(2) Then, when the AOA is increased to a specified AOA,
the pilot will immediately push the longitudinal stick to
force the airplane to pitch down quickly.

To achieve the above deep-stall recovery mechanism,
the following assumptions and lemmas are required:

Assumption I [31]: For the unknown time-varying delays
7; (t) in (4), there are positive constants 7; and fl.*, such that
(1) <7, T ()] < 'L_’l-* <1l,i=1,2.

Assumption 2 [29]: For unknown function k;(c, ) in (4),
there exists a strictly increasing smooth function N; (e)
Rt — RT with N; (0) = 0 such that hl2 x) < N; (IIxID), with
x=[a, B, i=1,2.

Lemma 1 [32], [33]: For Z € Q7 C RP, any continuous
function f (Z) : R — R can be approximated by the output
WTS(Z) of a radial basis function neural network (RBFNN),
where Q27 is an allowable set of the state vector Z; W € RP! is
the weight vector; S (Z) = [51 (Z2),52(Z2),---,5p, (Z)]T €
RP! is the basis function; p is the designed RBFNN node
number. Usually, the basis function is chosen as

Z— )" (Z —
_Zmm M’)i|,i=1,2,...,p1
n

si (Z) = exp |:
(13)
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where w; = [, miz, - ,mpl]T and 7 are the center
of respective field and the width of the Gaussian function,
respectively.

Then, for any given small constant g, if p; is large enough,
we can obtain

@) =wTs @) +&*
l&*| < & (14)

where W* is the optimal weight value, and £* is the optimal
bounded approximation error.

Lemma 2 [34]: For % = [x1, -+, x] € RF,
SGr) = [s1Gg), -, 8 ()'ck)]T denotes the basic function
vector of an RBFNN. Then, for any two positive integers k
and &/, if kK’ < k, we have

IS @OIP < IS @)l (15)

Lemma 3 [35]: For any constant b > 0 and variable z,
the following inequation is guaranteed:

0 < |z — ztanh (15)) < bt (16)

where £ = 0.2785 is a constant.

Lemma 4 [31]: If ¥ > 0 is a constant matrix, ¢, d are
scalars and satisfy ¢ < d, Then, for any vector function w (s) :
[c,d] — R", we have

d d
(/ o’ (s) ds) v (/ o’ (s) ds)

d
< (d—c)f ol () Vo (s)ds (17)

Lemma 5 [32]: For some class K functions 7; : R — R
and mp : R — R, some positive constants « and c, if we
can find a C! continuous and positive-definite Lyapunov
function V(x) satisfying 7y (J|lx])) < V (x) < m (||lx]|) and
V (x) < —kV (x) + c, then the solution x(¢) is uniformly
bounded under bounded initial conditions.

Lemma 6 [36]: For any real variable x; and x», the fol-
lowing inequality is guaranteed:

4

2 o
e 2 |x2|61+62

c1+c

[x1 [ xz |2 <

C
lc c3lxp |2 4
2
(18)

where ¢; > 0, ¢ > 0 and ¢3 > 0 are constants.

Lemma 7 [37]: Consider a nonlinear system x = f (x).
Suppose that there exist a smooth positive definite function
V(x) and some positive constants c4, cs and 0 < Ap < 1
such that

V (x) < —caV* (x) + c5 (19)

then the nonlinear system is semiglobal practical finite-time
stable (SGPFS).

Remark 2 [38]-[40]: N; (e) is a strictly increasing func-

n n

tion, which makes N; (Z a;

i=1 i=1
ai > 0, fori = 1---n. Meanwhile, N; (s) is a smooth

< Y N;(na;) guaranteed if
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function with N; (0) = 0. Then, a smooth function N; (s)
can be found such that N; (s) = sN; (s), which results in

N; (Za, < ZN (na;) = ZnaN (na;).

Remark 3: In [41], [42], Tnterval Type-2 Fuzzy Neural
Network has been studied and applied to the uncertain pro-
cessing of hypersonic flight vehicle flight control. In [43],
the reentry vehicle control with actuator faults, control
delay, input saturation, time-varying parameter uncertain-
ties and external disturbances was studied, and the stabil-
ity of proposed controller was proved through the linear
matrix inequality method. There exists two main differences
between this paper and literatures [41]-[43]. On the one
hand, different control problem was considered in this paper.
According to the characteristics of deep stall, a non-strict
feedback nonlinear system is studied in the presence of sys-
tem uncertainty, actuator failure, distributed time delay and
input saturation. On the other hand, finite-time control and
prescribed performance control are combined, and the stabil-
ity was proved based on Lemma 5, Lemma 6, and Lemma 7.

IV. ATTITUDE CONTROLLER DESIGN

According to the deep-stall recovery mechanism, the core
of deep-stall recovery is the attitude control at high AOA.
Hence, in this section, finite-time control and prescribed
performance control will be combined to realize the high
AOA attitude controller design. Meanwhile, to solve the prob-
lem of controller singularity in traditional finite-time control,
an improved finite-time control law is developed by introduc-
ing non-smooth terms, which will transform the closed-loop
system into a switched system. At last, finite-time stability of
the closed-loop system will be proved by common Lyapunov
functional method.

Define the following error variables:

el = o —

€ =q—qc (20)

where «, is the given AOA command. g, is the virtual control
law, and will be designed later.

To achieve prescribed performance control, a new

variable | will be introduced, which can be obtained from

the following equation:
G arctan (1) + Cu ;L il

Based on (21), we obtain the following fact:
81=—

T 2el—e,—el -2
= cos| = x—— ] >0 (22)
de; e,—e; w—€l

Invoking (1) and (22), we have

e = 21

8w1 T

) 3w1.+3w1.+3w1.
W = é é é
! dej ! dey " deg !
= g1 (file) + Afi(e) + g+ Hy (o, g, t) — @)
+N (e1, e, €) (23)
where N (e, ey, €)) = aw' Teréu + aaZZ‘
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According to [45], the following smooth function will be
used to handle the input saturation (3):

iz _ Uz
eMs: — ¢ Mg
Ttanh (uz) - (SM Uz uz

eMs: 4 ¢ My duz u;=u'

1O I

where v/ = pu;, 0 < u < 1.
Substituting (24) into (1), the angular rate equation can be
rewritten as

qg=hH+ pglthanh (uy) + ,Oglzf (u) + Hy (@0, q, 1)
= o + ouz + pgr¢ (ur) + Ha (@, g, 1) (25)

where go = pg’”"g’% > 0, 6 =

I QaerCCm (a, q, 8¢),
{ (uz) = 8, (uz) — Tigni (uz). And it can be proved that there
exists a known positive constant Mg such that |¢ (u;)| =
182 (7)) — Tranh ()] < M;.

Combining (23) and (25), (1) can be transformed into the
following system:

o =g (i+A1+q+H —a)+N
q=fr+ A+ gou +pg2¢ (u) +Hy (26
For (26), the controller will be designed in the following:

ki + kv (@) + Soiff
—gfl +§w1g1 + 6, tanh (f—ll)
+82@1011S] (1) $1 (Z)

> O
u;=u’

and o is an unknown constant.

qc

u;, = —kajes — kpalea|*2sign(er) — £,
&3 4 A €2
—Tezezlsg (Z2) $2 (Z2) — O tanh (5) 27)

where ¢ is the virtual control law, and u; is the control input.
ki1, k12, €11, €13, b1, ka1, kpp and &3 are positive design
constants. 0 < Ay < 1. 611, 612 are the estimations of
011, 012, respectively. 921, 022 are the estimations of 651, 62,
respectively. 611, 812, 621, 822 are unknown constants and will

be specified later. f; and fz are known functions and will
~ 1T
be specified in (42) and (52). Z; = [a, ey, e, W, 912] ,

~ A 7T
Z, = [a, q, eu,el,w1,€2,911,912] . And Yy (1) is a
continuous but not smooth function, which is given by

|1 [Msign (@), |@1] > e
Ui (@) =\ ;-1 75 (28)
Em1 D, o1 < e
where €41 > 0 is a designed constant. 0 < A = ”—; < 1.
And the adaptive laws are designed as
A A k'a11€13
011 = —ko11611 + @S| (Z1) Sr (Z1)
A A w
012 = —k'912012 + ko121 tanh <b—l)
1
A A k'921€23 5 1
921 = —k921921 + 8252 (ZZ) S2 (ZZ)
A , A en
020 = —k'922020 + kgr2e> tanh (b—> (29)
2
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where 011 (0) > 0,012 (0) > 0,621 (0) > 0,622 (0) > 0, ko1,
k'o11, ko12, k'012, ko21, ko22, k' 622, kg2 are positive design
constants. It is worth noting that 911 (t) = 0, 912 )y = 0,
6 (t) =0, 6rn () > 0 can be guaranteed under non-negative
initial values.

Remark 4: 1In the traditional finite-time control, the deriva-
tive of the virtual control law is singular at the origin. To avoid
the singularity problem, the continuous function 11 (w)
is introduced into the virtual control law ¢, in (27). How-
ever, the derivative of this function is not continuous, which
will bring a great challenge to the stability analysis. Hence,
the common Lyapunov functional method and Lemma 7 will
be combined to prove stability of the closed-loop system (26)
and (27).

To deal with non-strict feedback terms H; («, g, t) and
Hj («, g, t), the following lemma is required:

Lemma 8: Defining x = [a, g], the following inequality
is guaranteed:

Ixll = @ (eus er, @1, 011, 612) || + lea] + Mac - (30)

where © (eu, e, wi, éu, 912) is given in (35). Mg; > Ois a
constant, and ST (Z1) Sy (Z1) < Ms1. Mge > 0 and M/, > 0
are known constants, and |ec| < M}, M'oc + [% b() <
Myc. Y12 (1) is a continuous function, which is given by

oM7Y o] > emi
Y2 (@) =1 5,1 “ (31)
Ex1 o 1| < €1
Proof: According to (21), we have
e, — e; d arctan () e, + e
ler] = || +
T d 2
< | ‘|w1| o (32)

Further, invoking (8) and Definition 1, (32) can be written
as

e
ler] <

b () (33)

1-0
’ || + ‘ ‘
‘ b () is bounded.

Considering (27), (33) and the fact that SIT Z)S1 (Zy) <
My, we obtain

where ‘ %

Xl < leel + Igl < ler] + lacl + lea| + lgcl
= le1] + loee| + le2]
ko + koY (@) + LLoif?
+ gyt +8 011 ST (Zl)S1 (Zl)

+61, tanh (w‘ ) + 5 wlgl

|| + ’_T’b(t)JrM;CJr lea|

-1
-1 Ellz 1, 81 4
8 (kll + Tfl + 581> |o1| + b_1012 ||

VOLUME 8, 2020

_ 1811 A
+8 Yoy () || +g 1712719111‘/151 | |
= @ (eu e o1, 611,02 [ + leal + Mae (34)

where M',. + \ ] b (t) < Mec, and

d)(eu,ez,m,é’n,@n)

e, — e
7 (1+@7)

+g1_1 </€11 + fl —gl) +81_1k121lf12 (1)

-1
+81_18iw1511M31 + gl—élz (35)
2 by
This concludes the proof.<>
Next, a detailed stability analysis will be carried out for the
closed-loop system (26), (27), (29), and the whole analysis
process will be divided into the following three steps.
Step 1: The first subsystem of (26) can be written as

o1=g1(i+A1+qg+H —¢&)+N (36)

For subsystem (36), we choose the following Lyapunov
function:
1

V)= wa +Q (37)

—A(1=77) _
where Q; = £1-_L17

t t
2(1-77) [ [ hi(a(s),q(s) dsdy;

=T (t) ¢
A1 > 0 is a design constant.

In (37), 21 can be written as

—A(—T1)
Q=—-T Ay (1, t)de 38
=i [ men (38)

t—7y (1)

where iy (¢, 1) = fte)‘”h% (a (s), q(s))ds.

L
Then, the time derivative of 21 can be obtained is given
in (39), as shown at the bottom of the next page.
Invoking Assumption 1 and the factr—t; < s < ¢, we have

(1—-1) -1
(1-1) ~
e MI=T1—5) > e~ M T+t > 1 (40)

Then, substituting (40) into (39) yields

tlzefl ’
——~h (@ q (@D
- 7))

. 1
Q< —MQ — -TH' +
1= Q- o0k, 201

t
[ B2 (a(s), g(s)) ds.

t—1y(t)
Based on (36) and (41), the time derivative of Vj is given
by

where H'{ =

Vi = mian + Q4
gifi(e) + g1Afi(@) + 819 :
= . + Q
“ <+81H1 — 810+ N :

29325



IEEE Access

D. Wu et al.: Analysis and Recovery of Aircraft Deep-Stall Phenomena Using Bifurcation Analysis

€11 =
< @i (TZUU”]2 + g1Afi(a) + g19 + g1H1)

1
— M — ST H

184l 21 1
Tiem

2(1=15)

where fi = gifi(a) — gi6e + N (e1, ey, €).
Based on Lemma 4, we have

1
+ (o, q) + o (42)

t
w1g1H = w181 / hi (a, q)ds
=11 (7)

2
1

/ I (@ (s) . g (5)) ds

—T11(?)

I 5,5, 1
2”181‘*‘2

IA

1

t
1
STigl+ T () f 12 (a(s), q(s)) ds

IA

t—11(1)
< lwlzg%—i—lf]H/] 43)
-2 2
Substituting (43) into (42) yields

. el 7 1
Vi < oy <7wa12 + g1Afi(@) + g1g + Ewlg%)
+1‘H’ PRI l‘H’
-7 — - =T
5 TiH 1921 — ST

=2

T 2 g+
—_— o,
2(1—11) i 2e11

€11 72 1 2
< w TZULfl + g1Af(@) + g19 + S @181

+

+Af1 +61+H1 _dc)+N)
= Q11+012,5(r) + Q13,50 H1 (46)

where Qg =

3q. 3qe - 3ge -
o i+ + gfac + ke
aL ac c a

+5lee + q 91 + q 912 + aq ae, 012,50

361 «

% Afy <a>+ag:, (61 (i + A +q — o)+ ). Q1350
aql‘ g +361c

o

Itlshould be noted that § () : [0, +00) — A = {1,2}
stands for a piecewise continuous switching signal, which is
caused by the discontinuity of ggfl . Therefore, the derivative
of g is divided into continuous part Q11, discontinuous part
012,5()» and the part related to distributed delay term Q13 5()-
And these three parts will be dealt with separately in the
following.

For subsystem (45), we choose the following Lyapunov
function:

1, 1 1
Vo=ze5+—Q1+ -2 (47)
2 o o
e (t-1) _

t t
S d— )»25 2
1-5) 2, T{m[fe 13 (@ (s) , g (5)) dsdu.

Az > 01is a design constant. And o is an unknown constant,
which is defined in (25).
Similar to (41), the time derivative of €2, is given by

where Q, =

=2 .1
2
2(1-13)

t
[ 15 (as), q(s)) ds.

t—1(1)

. 1
@ = i@ — SHH + B(a,q) (48)

where H'> =

1 Invoking (26), (41) (46) and (48), the time derivative of V)
— 21921 +ci3Ny (x| + ﬁ (44) is glven by
2211 ) R 1.
where ¢13 = m Vo = exér + —Q + — 2
Step 2: The subsystem of (26) can be written as o g
P ystem of (26) _,, (P @+ AR )+ gt + pg'at ()
g =/ + A+ gouz + pgrt (u) + Hy (45) +Hy — Q11 — Q12,507 — Q13,80 H1
Based on (27), the time derivative of g, can be written as + lg’zl 4 le (49)
o o
) B
qc = 3 Similar to (43), we have
9Yc .. % o 1
Lac + dey Cu —e2013.50H1 = EeiQ%g,m + Ele/l
ch. 9qc 4 dqc A ch . p 1
+—e + 011 + 012 + 924 =gy
86[ 8911 8912 aac €2H2 =< B 62 + 2% TZH 2 (50)
M—71) A
. e~ MU=t . ohy (u,t
Q=-MU+—F—u|m@)-A=-t) (¢ -7 @), 1)+ / Ldt
2(1-1f) ot
t—11(t)
t _
- (I—1) 2 (t=71—=5)12 - i 2
=M —T == e hy(a(s),q(s)ds+ 1111 ————=h] (@, q) (39
2(1-17) 2(1-17)
t—11(1)
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Substituting (50) into (49) yields

Vs < o (2@ @+ Afa(@. q) + gouz + 08 2¢ (uz)
2=2\ -0 - Qs + Fer + %eZQ%g’a(I)

1, | 1. I .
+—DH Y+ —TH 1+ —Q1+ -2
20 20 o o
UL orf} + Afs + gouz + pg'at (uy)
—Q12.50) + Fe2 + %eZQ%,a(t)

< e

1 1
+—DH+ —11H

2e010 20 20
=2 rl
T
1 q))

21— 1)

1 1.,
+—|-MQ -zt H Y +
o 2

1 1_
+— (—)»292 — —HH» +
o 2

2(1-1%)
(5D
where f> = fa(er, q) — Q11
Invoking Assumption 2, (51) can be written as
g GJFZ + Afa + gouz + pg'r¢ (ur)
Ve o o
—Q12,50) + je2Q13 8(t)
1 M Y
-2 -2
28010 o
13 €23
+—Ni (IxI) + —N2 (llx[D (52)
o o
Z & rze 1 rze 2
where f, = ezf2 + ez, c13 = 2(1 =y , 003 = 2(1 S0k

Step 3: So far, Lyapunov functions have been de51gned
for (36) and (45). Further, define V/ = V;+V,. Then, the time
derivative of V’ is given by

o el 2 12
V' <@ TZUIfl +g1Af1(Ot)+81Q+EZU1gl

—)»191+€2(0f2+ o + gouz; + pg'n¢ (uz)>

—012,5(1) + %€2Q%3,8(t)

- T G PR (M)
1

1
+ —Nz (Nx1D + — +
28010

(53)

According to Lemma 8 and Remark 2, we have

Ny (lxl) < Ni (@ |w1] + lea] + Mac)
< Ny 3@ |w1]) + N Bleal) + Ni (BMec)
<3®|w||N| 3P |@1]) + 3le2l N1 3lezl)
+ N1 (3Mqy.)

_ 1
= LGN} 30 | o + —
EN1

&
+ ﬂwl (leal) €3 + Ni (3Mqc) (54)

where ¢y1 > 0 is a design constant.
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Na (llxl) =

Similar to (54), the following can easily be obtained:
8’%2%21022 (P o)) w?
EN2 1
+ —9N2 Gleal) €3 +o— + N2 (3Mac) (55)

where ey2 > 0 is a design constant.
Based on (54) and (55), we have

c13+oci3 €23
——N (IxIh + —Nz (1=l

c13+0013(8N19<I>2N1(3<D|w1|)w1 L )

EN1

o SN—19N1 (3 leal) & + Ni (3Moc)

Lo (8N29¢2N2 B0 [w1]) o] + - )
o 6”7291\’2 (3 leal) €3 + N2 3My,)
= Np1@? + Nees + Cy (56)

where Klwl = (2 +op3) BLOD2N; (30 i) + =3
8N29®2N2 (B |@1]), Neo = (“3 +c13) BN (3 leal) A
<z 85291\’2 Blea) + @wig1, Cn = (L + c13) N1 BMoe) +
BNy BMoe) + (£ + c13) ﬁ + %$

Substituting (56) into (53) yields

o el 70 .7 LB
V' < o 7w1f1 + Afi + 819 + @181 — A182
+e2 (Ufz + Afas) + gauz + pg'at (Mz))

——szl - —92+c/ (57)

where Af] = glAfl(Ol)-i‘lewl, Ap, b0 = Afz +Neer—
Q1251 + 502073 5, C'N = CN + 337 + 75315

Accordlng to Lemmal there exist unknown RBFNNS,
which can approximate the unknown functions Af; and
Afz,g(,), such that for any given constants Myy; > 0 and
Mpyn2 > 0 we have

Afi = Wi TSy (Z]) + &y (27)
Ab sy = Wasn* Sz (Z2) + Envas) (Z2)  (58)

where [&3y; (Z])] < M1,
T

ENN2,8(1) (Z2)‘ < Mnn2, and

Z = [a, eus e, @1, 011, 01
Based on (58), we have

o Afi = o W1 S (Z/l) + w1ENy (Z’l)
Sotw’s 2) s (@)

1
+ — + |o11612
28

IA

7w1 91151 (Z 1)S1 (Z 1)
1

too T || 012 (59)
€13

where |W1*]|* < 611,
an unknown constant.

ENN (Zl)’ < Mnn2 < 012,012 > 01is
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Invoking Lemma 2, (59) can be written as
o Af) < 7@ 201187 (Z1)S) (Zl)+—+|w1| 612 (60)
Similar to (59), we have

e2 (Afrsy + pg ¢ (uz))

e (Wasi™"S2 (Z2) + B (Z2) + P8t (o))

£ 1
AW’ I'SE 2522+ 51

+ lez| ‘é;;/]vz,g(t) (Z2) + Pg/2§ (uz)

g&23 1
< —-abtn$; @) (Z) + 5~ +oleltn 6D
where | wa. 5(0 ” <6y, ‘SNN2 5(,)(Zz)+/0g 28 (uz )’ <0
Substltutmg (60) and (61) into (57) yields
) £11 -2 1 2 1 1
V' < — 4= 4
< @i < > wfi + 81gc + 207181) + ens + ors

€132 T
+ - @i 01187 (Z1) S1 (Z1) + 1] 012 — A182

z 0823 5 T
+e2 (of s + g2c) + 2 301S] (22) 52 (Z2)
A A
+U|€2|922—3191 —;292+C/N (62)

Considering that 611 (r) > 0,612(¢) > 0,6 (@) >
0, 62 (t) = 0, and f 5 is an odd function of e, we have that

€282z 5(1)
= —exgakoier — eagaklea|2sign(er) — eagaf
€3 A A e
- 628276292155 (22) $2 (Z2) — e28202; tanh (b_z)

Ay z
—exokarex — exokanler|?sign(er) — exof,

IA

€23 A T A e
—eyo 76292152 (Z2) S» (Zr) — epo 6y tanh (b—>
2
(63)
Substituting (27) and (63) into (62) yields
V' < —k11w12 — kppw1y (w1)
- TWI 201187 (1) S1 (Z1)
N w
+ |@1| 612 — @612 tanh <b_) (M + ) Q
1
o¢&
—okyie; — okpler 2t — T*e 502155 (Z2) 2 (Z2)

— er0 6 tanh (b ) + o lez| 62 — —92

1 1
Cy+— +— 64
Tev 2¢e13 * 2e93 (69

Whereéll =911 —911,521 Zézl — 6.
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Finally, we choose the following Lyapunov function:
~i (o} ~
92 63
Wom 2T Dy 2
(65)

Vevp— 67+ :
2k'g11 2kg12

912+

where 612 = 01 — 612, 620 = 620 — 6.
According to (64), the time derivative of V is given by

V < —knw? — ko g (@) + o 612

A
— w1012 tanh (?—:) — <)»1 + —1) Q1

— ak21e2 — Gk22|ez|)"2+ — er0 0, tanh ( >

1
+o lea] 022 — —Qz +CN+—+-—
28]3 2

ko11
Ko

koo ~ 4
- 021021 —

kg
911911 — —9]29]2
ko12

/

k -
9222 02202 (66)

According to Lemma 3, we have
w1
|| 612 — w1612 tanh B < b1612§
o lea] 622 — €206 tanh (Z—2> < obibmE  (67)
2

Substituting (67) into (66) yields
V < —knot - klzwnﬁu (w1) + b1612§
(M + ) Q) — okyres — okpley 2!

1 1
+oby0né — _QZ+CN +—+—
2813 2823
ko1t koit o Koz~ ko2
BETm 911"‘2, 6’11—2 2t3 07,
k911 k911 ko12 ko12
ko210 =~ koo k'9200 ~,  k'gn0o
- 242 + 62, — 05, + 02
2o 21 2hg N 2k 2 2keay 2°

< —knwi — knoy (@) — <X1 + >§21

ko11 =
ol — ahnlesf? ! — 2, - K01l g
okaie; — okxles| L T
koi2 ~ ko210 =~ k920 - "
9 [7) —Ie g2 C 68
C 2kpia 2 2kgar B 2kgm P +Cv (69
where C'y = C'y + b10126 + 0br02& + ﬁ + ﬁ

+ AL O + HE20T + SRR0% + S0,

Theorem 1: Considering the longitudinal attitude motion
model (1) in the presence of system uncertainties, unsteady
disturbances, and input saturation, the controller is given
by (27), and the adaptive laws are proposed as (29). If the
parameters are selected properly, the desired signal can be
tracked within a small bounded error, and other signals in the
closed-loop system are bounded.
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Proof: According to (29), the value of function ¥ (zo1)
depends on z;. Hence, in the stability analysis, we need to
discuss the value of variable @ in two cases.

Case 1: When |@w1| > €41, We have that {1 (o)) =
|| sign (w1). Then, based on (68), the time derivative of
V can be written as

. A
V < —knoi — kplo M - (M + ;1> Q
A2 ko11 =

—okyie — akalex> T — ;522 ~ 911911
Ko12 o ke2io = k'g200 ~ ,

— 05, — ——65, — 62, + C" 69
2kota 2 2kpar 21 2kgan P v 69

Substltutmg x1=02,x =1,c1 = Ajca =1-2;and

c3 = Aij into LemmaUG yields
. i
(33)" =05+ (1= 2g) 2y (70)
where 0 < Aj;; < 11is adesign constant,i =1,2,j=1,2.

Similar to (70), we have

Am
Q< Q1 +(1— g rg @
Q2 < Qo+ (1 — Aga) Ay 2 (71)

where 0 < Ag; < 1,0 < Aqp < 1.
Based on (70) and (71), (69) can be written as

. A
V < —knw? — kploy M - (M + ;l> Q?m

A2
2 Ao+l Aoz
—okyre; — okales| 2+l ;522

kot1 [z \*1 K912 (20 \M12
2k’g11 2ke12

ko210 (~2 M k900 [\ 2
_ 20219 (5 ) - (9 ) +C (72
2oy V! 2kgon \ 22

*Q1
where C1 = €'+ (11 -+ ) (1 = A ™

oo A

Az (1 - )\92))»1 Am 21;(9/;1” (1— )\11))»1117)\11
1*\}\2 k A21
12 o
kzlé (1- )¥12))L )\ ZZZI (1- )&21))¥21
22
kK =
+ 5 (1= A2) Ay 2.

If we choose appropriate parameter values, the following
equation is established:

A1 M +1
=AQ1= =A@ =Al1=A12 = A21=A2
2 2
(73)
Then, (72) can be written as
A+
et (1 7
1% < —kpp2772 ) <§w12) _)ng?m
A+l

awal 7 1 AQ1
—0oky2 2 (—e%) —A]G)‘Ql_l(—ﬂl)
2 o
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1 AQ2
— apotar! (-szz)
o
B 1 . ALl
—k Zk/ A1l 1 —92
611( 911) 2k/911 11

1 Al2
— kg12(2kg12)*12™ 1(—9 )
2ko12

L o 1=221 o 9~2 A21
o 2k’ 921 2k'ga1 2!

) o I=A2 /o - A2z
"y 2 4 C
922<2k922> <2k022 22) e

< K1V 2 + Cy (74)

A+l
where K| = mzn{k122 2

, A1, 0koo2 - , s
1 —A21
k011(2k/911) N K12 (2kg12) 2! k921<2k,921> ,
1—122

k/gzz(zfm ,)»10)‘9171,)»20')‘9271}.

Then, according to Lemma 6, the nonlinear closed-loop
system (1), (27) and (29) is SGPFS. And it is obvious that the
transformed error @ is bounded. Then, according to (21),
it can be concluded that the tracking error e; satisfies ¢; <
e1 < ey;. When V > 1, increasing the value of A1 can improve
the convergence rate of the Lyapunov function V. When
V < 1, reducing the value of 1| can improve the convergence
rate of the Lyapunov function V. Therefore, the selection of
should be considered comprehensively.

Case 2: When || < €41, wehave Y1 (1) = si,‘flwl.
Then, based on (68), the time derivative of V can be written
as

v < —kllwlz — k12<92,11 ! ()Ll + )Q] — Ukme%
ko1 = k'912 ~
— oknley 2! — —29 - o3 — 2242
okales] 2T T Q2
korio ~ ko200 ~ "
S el :F N oY
Zk/921 21 2](9 22
1 1
< —2k11—w1 — MR — 20’k21—e2 )\1—91
1 1 - 1 ~
M=y — kg1 ——0% — K 62
20_ 2 0112/"61] 11 9122/(912 12
— kot =02, — K gy ——— 2 + C"y
2U'gar 2! 2kona 22
<-K)V+C"y (75)

where K> = min {2k11 LA 20kot, A, A2, kotl, K o12, koot k/gzz}.

According to Lemma 5, the transformed error @ is
bounded. Similarly, we have that the tracking error e satisfies
e < el <ey.

In summary, the whole state space is divided into two
parts: 1 = {X||w1| < &1} and Ex = {X||w1| > e51},
X = [a, q]". When X € E,, the closed-loop system (1), (27)
and (29) is semiglobal practical finite-time stable. Once the
error signal @) converges to the origin (X € E1), the structure
of the controller (27), (29) will switch, and the closed-loop
system (1), (27) and (29) will satisfy Lemma 5. The common
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FIGURE 7. Tracking result of o (o = 0.4).

Lyapunov function (65) is designed to guarantee that the
closed-loop system (1), (27) and (29) is stable under arbitrary
switching. Hence, in the whole state space, the proposed
controller can guarantee all signals bounded, especially the
error signal @j. Then, according to (21), it can be concluded
that the tracking error e satisfies ¢; < e; < ¢, in the whole
state space.

V. SIMULATION STUDY

The aircraft model [8] and the unsteady disturbances
Hi (o, q,t) and H; (o, g,t) in (76) are used to verify the
validity of the above designed controller (27).

t
CL,unsteady = / e_bL(a(X))taL (a(s))q(s)ds

=71 (1)
t

Cm,unsteady = / e*bm(a(s))tam (a (8)) g (s) ds
t—12(t)

where by (o), ar, (&), by, (@), ap, () are continuous bounded
functions of «, which can be easily obtained in [49].

(76)

A. DEEP STALL SIMULATION

To verify the results of the closed-loop bifurcation analysis,
we perform closed-loop simulation of the system (1) and (12).
We take the bifurcation analysis result in Fig. 4 as an example,
and the control efficiency of the aircraft will be reduced in
twentieth seconds (o = 0.4). The initial state of the aircraft
is set as @ = 50.0364°, g = 04, T = 51815 N,and p = 1.
The simulation results are given in Fig. 7 and Fig. 8.

In Fig. 7, « denotes the AOA response of the aircraft,
and «, is the AOA command. Fig. 7 shows that the aircraft
can track the AOA before the control efficiency is reduced
(t < 20s). Combined with Fig. 8, the control energy of the air-
craft is sufficient and there is no input saturation phenomenon
(t < 20). However, in twentieth seconds, the actuator fault
appears (p = 0.4). Then, the aircraft is out of control, and
the AOA of the aircraft quickly diverges to a higher AOA.
According to Fig. 8, it is obvious that the control input is sat-
urated, and the aircraft has no sufficient nose down pitching
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FIGURE 8. Control input signal (o = 0.4).

moment, which means that the aircraft has been locked at the
high AOA, and deep stall appears.

As shown in Fig. 7 and Fig. 8, the aircraft does not
have enough control power to recover to a small AOA.
Hence, it is very urgent to design a viable deep-stall recovery

law.

B. DEEP STALL RECOVERY SIMULATION
The prescribed performance functions are chosen as

ew =101 42, ¢ =—10e798 -2 (77)

The initial conditions of the aircraft are given as V (0) =
35.45™, h (0) = 3000m, y (0) = —45.8°. The parameters of
the controller (27) are k1; = 2, k1o = 2,e41 = 0.05,611 = 4,
e13 =4,b = 0.05, A = 2, ko = 20, ko =20, 2 = 2,
&3 = 2,bp = 0.01. And the parameters for the adaption
laws (29) are chosen as kg11 = 3, k'g11 = 2, kg1o = 3,
k912 =2, koo1 =5, k'921 = 2, koo = 5, k'g2o = 2. And the
simulation results are presented in Fig. 9- Fig. 14.

Meanwhile, the high AOA control law proposed in [29]
will be adopted for simulation and comparison, which is given

by
¢ . e
X(i+d = — ki + ? e — ® tanh lT
i
Ei AT .
—5elSi (Z)SiZy, i=1.2 (78)

And the adaption laws are defined as

n
A &:r ~
0 = § ’Te%SiT (Z) Si (Z;) — ko
i=1

n
A eé; N
O =28 2 1: e; tanh <5> — ke®
1=

1

(79)

where the definition and selection of the controller param-
eters are the same as those in [29]. And the AOA response
curve (¢ —ANFC) and AOA tracking error curve (e —ANFC)
are given in Figures 9 and 12, respectively.

In Fig. 9, a is the AOA command. « denotes the AOA
response of the aircraft, which is decided by the con-
trollers (12) and (27). The AOA response curve (¢« — ANFC)
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is decided by the controller (78). According to Fig. 9 and
Fig. 10, the entire simulation can be divided into three

phases:

VOLUME 8, 2020
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When ¢ € [0, 5), the actuator fault does not appear, and
p = 1. In the meantime, the aircraft can follow the AOA
command «, under the flight controller (12).

When ¢ € [5, 20), the actuator fault occurs (p = 0.44).
Fig. 9 shows that the aircraft is out of control and
the angle of attack instantaneously deviates to a higher
AOA. Combined with Fig. 10, it can be found that the
control output is saturated, and the aircraft has no excess
control energy to reduce the AOA. Hence, the AOA of
the aircraft has been locked, and deep stall appeared.
When ¢ € [20,40), the deep-stall recovery control
scheme (27) has been activated. First, by analyzing
the deep-stall AOA and the bifurcation analysis results
in Fig. 3 - Fig. 6, the actuator fault is estimated. Further,
according to the bifurcation analysis results, the maxi-
mum stable AOA that the aircraft can track is analyzed.
Finally, according to the maximum stable AOA, a suit-
able high AOA tracking command is designed, which is
given in Fig. 9.

According to the AOA response curve («) in Fig. 9,
the designed controller (27) can make the aircraft follow
the high AOA command («.) according to the prescribed

performance (20 < t < 40). However, the AOA response

curve (¢ —ANFC) in Fig. 9 show that the control law designed
in [29] can not guarantee the better transient performance in

the presence of actuator failure. And tracking error curves

in Fig. 12 can also confirm the above discussion.
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According to Fig. 12, the tracking error e; can meet the
preset performance requirements well. Fig. 13 and Fig. 14
show that estimated values of 911, 612, 621, and 6> converge
to a reasonable bound.

In Fig. 9, the aircraft has pitched up to the specified AOA at
the 40th second. At this time, the aircraft will be disconnected
from the controller (27) and the pilot will immediately put the
rod, so that the aircraft will achieve the deep-stall recovery.
And the complete process is given in Fig. 15 and Fig. 16.

Comparing the control methods in this paper with those
in [29], it can be concluded that the combination of finite-time
control and prescribed performance method can effectively
improve the transient performance of aircraft maneuvering at
high AOA, especially in the case of actuator failure. Mean-
while, according to Fig. 12 and Fig. 16, better control per-
formance requires higher control energy. Fig. 16 shows high
control performance leads to serious input saturation. Hence,
the balance between control performance and the effects of
actuator fault should be considered. In the design of deep-stall
recovery scheme, appropriate prescribed performance func-
tions should be selected according to the failure degree of the
actuator.

VI. CONCLUSION

In this paper, the problem of deep-stall recovery has been
studied for the aircraft without ‘“spoon-like” longitudinal
torque characteristics. Meanwhile, the effects of actuator fault

29332

on deep stall have been analyzed through the bifurcation
method. Considering that the studied aircraft is longitudinally
unstable, existing deep-stall recovery methods are difficult to
use directly. The bifurcation analysis method has been used
to assist in the design of a finite-time prescribed performance
deep-stall recovery law, and simulation results showed that
this method can achieve satisfactory deep-stall recovery per-
formance. In the future, we will consider further researches
in the following areas. First, actuator fault identification and
diagnostic technique will be studied for high AOA flight to
provide more information for deep-stall recovery. Secondly,
we will consider the control distribution of the canard and the
thrust vector, which can provide more control energy for the
deep-stall recovery.
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