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Abstract: In aircraft wings, aileron mass parameter presents a tremendous effect on the velocity and frequency of the flutter problem. For that purpose, we present the optimization of a composite design wing with an aileron, using machine-learning approach. Mass properties and its distribution have a great influence on the multi-variate optimization procedure, based on speed and frequency of flutter. First, flutter speed was obtained to estimate aileron impact. Additionally mass-equilibrated and other features were investigated. It can deduced that changing the position and mass properties of the aileron are tangible following the speed and frequency of the wing flutter. Based on the proposed optimization method, the best position of the aileron is determined for the composite wing to postpone flutter instability and decrease the existed stress. The represented coupled aero-structural model is emerged from subsonic aerodynamics model, which has been developed using the panel method in multidimensional space. The structural modeling has been conducted by finite element method, using the p-k method. The fluid –structure equations are solved and the results are extracted.
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1  Introduction

Aeroelastic conditions are the main features to be considered in an the design of Arial vehicle. In other words, due to the structural interaction of the Arial components with the aerodynamics, it potentially yields to a coupling between fluid and structures. Among the aeroelastic phenomena, self-vibrations, at a certain speed, which is called fluttering, are considered as the most common problem in coupled systems. This destructive phenomenon will lead to the aggravation of high-amplitude vibrations effect [1]. In the absence of sufficient damping in the system, this will lead to structural failure [2]. Special interest has been raised for the fluttering effect following the crash down of an airplane in Lancaster, in 1916 [3]. The accident survey of bomber revealed that self-vibration of the airplane was the main cause of such failure. The mechanism involved coupling of the twisting modes of the body and rotating the control surfaces. The latter is commonly known as the asymmetrical mode. The control surfaces are usually operated independently in this type aircraft, and to overcome this problem, surfaces are connected to each other and worked simultaneously [4]. Wing flutter emerged from instability of these adjoining surfaces became apparent during World War I. Following the yielded issues, the application of the aileron as a wing component became widespread. Engineers suggested that balancing weights around the hinges of the control surfaces can be adopted as a mean of preventing flatulence. The adopted strategy can efficiently postpone the flutter effect [5]. Following this procedure, several low-risk flutter examples of control has occurred. Even know this strategy yielded issues regarding the effectiveness and reversal functioning of the control surface, they are not as catastrophic as the aileron [6]. The studies on aileron effectiveness in subsonic regime, as an active control surface, to decrease undesirable loading, was conducted by Jacobs [7]. This approach showed that the aileron has an impact on flutter speed and frequency. These investigations were compared with the numerical aero-elastic analysis, in further studies [6,8].

Several attempts to represent analyzing tools regarding the flutter behavior, in a different regime based on the computational theories, were performed [9]. In the 1920 s and 1930 s, the newly developed unsteady aerodynamic theory as a highlighted aerodynamic achievement was introduced [10]. Thirty years later, strip aerodynamic theory, beam structural model, and non-permanent lifting surface methods, are developed to apply the finite element models in order to approximate the reduced frequency [11]. Following the advent of digital computers, other powerful representation methods along with the new more precise aerodynamic theories [12,13] as well as efficient modeling of wing structures [14–16] were possible to implement. Since then, control theories and structural dynamics [17] have been employed and become more applicable. The approaches have been founded based on the aerodynamic component division into mass, damping, and stiffness matrices which can be added to structural components. The distribution of mass and stiffness of the structure have a direct effect on the speed and frequency of the Aerial vehicle, and consequently, its flutter [18,19]. It can be concluded that the presence of any structural component with a significant mass and stiffness relative to the mass and stiffness of the main structure can affect the speed and frequency of the flutter (e.g., tank, landing gear, and control surfaces such as an aileron).

Design procedures of airplane structures are completely influenced by control surfaces such as aileron and flaps. This influence has direct effect on wing performances and therefore is considered as one of the challenging problems. The aeromechanical design instructions can be revealed from the study on positioning and instability of the ailerons [20] at the trailing edge of different wings which were conducted by researchers via the Finite volume method [21,22]. Dixon and Mei expanded the use of the applicable design methods for composite panels as they are considered common materials in aerospace industry. These authors have followed the Von Karman strain shifting relationship and first-order quasi-steady aerodynamic theory to show large deviations and first-order quasi-steady aerodynamic theory.

The finite element method (FEM) as another useful tool was more likely employed, especially in designing procedures, for flutter boundary analysis, finite oscillation, and thermal problems [23–25]. Shi [26] represented the gust loads FEM form formulation to study the wing instability behavior. Based on the model, the other studies and designing development were conducted to assess flutter clearance of the wing with the control surfaces [27].

Among the optimization methods [28,29], the multidisciplinary design optimization (MDO) approach plays an important role in the design of the aero structural vehicles under static and dynamic criteria [30]. Design and estimation of the high aspect ratio composite wings performances under flutter conditions and weighting reduction using the MDO method is studied in new aero-structural components [31]. In practice, aerospace structures are subjected to different forces in different parts, which cause stress in the structure. In isotropic structures, it is possible to change the thickness based on the stress state by manufacturing methods. In these structures, the thickness change is continuous and thus the structure's continuity is maintained. In composite structures, designers divide the structure into different parts based on these stress gradients [32]. For each part, along with the lay-up modification, they change the location of the control surfaces appropriately. Thus, thickness reduction is completely dependent on the control surface position especially the aileron one.

In the present paper, the effect of the aileron's position, as well as mass inertial moment on the speed and frequency of the flutter, have been revealed for the composite wing. In addition, FEM is employed for modeling composite wing structure along with aerodynamic panel theory in the purpose of seeking components of the wing structure. The aero-elastic model was solved using the P-K method through the Nastran software. The novel optimization procedure is proposed and applied to find the best position of the aileron with the minimum state of the TSAI–WU stress via USAR [33] and JAR25 [34] criteria and flutter avoidance conditions.

2  Problem Design

For the sake of a better optimization of the design, several factors have been taken into consideration: dimensions and weight of the aircraft; type of maneuvers (permanent or sudden); weather conditions; magnitude of forces applied. In addition, the wing structure must be able to withstand all different conditions and keep the stability and control with a suitable reliability factor to satisfy and provide a safe and secure flight. In brief, the design of the structure of an aircraft, especially its wing with control surface like aileron, should be implemented in such a way that it should bypass the flutter criterion under the minimum possible weight and stress, following the standard air regulations.

Fig. 1 shows the overall dimensions of the wings. The adopted wing structure is an all composite carbon/epoxy wing (Tab. 1) with a high aspect ratio and laying [45, −45, 45, 0, 90]. The total mass of the wing with the aileron is about 247 kg. The mass of ailerons is about 5 kg. The wing structure has 3 spars and 15 ribs. The different features of the design are thoroughly developed in the following sub-sections.
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Figure 1: General dimensions of wing and position of aileron reference (the hashed line)
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The finite element model of aerodynamics and wing structure is presented in Figs. 2 and 3, respectively.
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Figure 2: Aerodynamic meshing of wing based on DLM method
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Figure 3: Structural mesh of the frame

The boundary conditions for solving this problem, considering that the wing is completely attached to the body, are completely fixed, and are numbered one and two from the beginning of the spar.

2.1 Wing Loading

In the purpose of a better wing structure implementation, it is necessary that the loads are applied in different maneuver conditions. This stipulation is added in order to cope all different scenarios, encountered in a normal flight and to ensure that the aircraft structure, including its wing and its facility, is able to withstand the worst loading conditions. The aerodynamic loading group determines the worst loading conditions obtained from the above conditions in the worst maneuver conditions, by applying the reliability coefficient in the standards. Different structural members are designed and their strengths are determined in accordance with paragraph JAR25–301 [34] for final loads and loads multiplied by a certain reliability coefficient. In this part, the load limit is defined as the maximum load that may be applied to the structure during the service life. Accordingly, following paragraph USAR-305 (a) [33], the structure must withstand a certain load without permanent deformation; and in accordance with paragraph (USAR-305 (b) the structure must be able to withstand the final load for at least 3 s before rupture. To apply the reliability coefficient, following USAR-305 clause, the reliability coefficient is 15.1 and following USAR307 clause, the critical load coefficient is 3.8. It has been used to apply the load on the composite wing with aileron.

2.2 Wing Flutter Analysis

Flutter analysis is conducted by aero elastic section of the Nastran software module. The data required for the flutter analysis is obtained by modal wing analysis. The flow regime for the above- mentioned was selected to cope the worst-case scenario as the unstable regime is considered and the Mach number equal to 0.6 was assigned. The air density was 1.225 kg/m3. For estimating the speed range, 1 to 300 meters per second was considered.

2.3 Effect of Aileron on Flutter

Investigation of the aileron effect on the speed and frequency of the fluttering as the main parameter of design criteria is represented in this section. The results are compared to what extracted by represented model [11] and proposed in Tab. 2. The evaluations show that the flexural mode 3 and the torsional mode 6 of the wings are coupled together and lead to the flutter with error differences below .0.12%. The mode shapes of 3 and 6 of the wings are presented in Figs. 4 and 5, respectively.
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For sea-level elevation, the velocity-frequency and velocity-damping diagrams are shown as a sample for the wing, despite aileron in the reference position in Figs. 6 and 7. As shown in the figures, the two frequencies of the system approach each other, as the speed increases, and approach the nearest distance at a speed close to 190 m/s (684 km/h). This indicates that the flutter phenomenon is occurring at this speed. For aero elastic analysis, and according to the matrices of mass, damping and generalized stiffness of aero elastic system, the equations in generalized coordinates are expressed as follows:

[M]Aeroelastic{q¨}+[C]Aeroelastic{q˙}+[K]Aeroelastic{q}(1)


where the M, C, and K are mass, damping, and stiffness matrices, respectively. These matrices are constantly changing and updated with the flow rate. Since the matrices mentioned change with the velocity of the flow, the parameter P in the solution process of the equation also changes constantly. The imaginary part of this parameter is called the frequency and the real part is called damping. Given the assumed solution, it is clear that when the damping is positive (e.g., the true part P becomes greater than zero). The system's response increases over time and tends to infinity. This increasing magnitude causes the structure to diverge. Therefore, the point at which the damping changes from negative to positive is called the flutter point. Following the adopted optimization procedure, the structure can be simplified so that composite wing is considered as shell element. Additionally, the aileron was modeled as a concentrated mass with the main structure of aileron and is located in the center of aileron. The calculation corresponding to flutter parameters for both models are conducted and the results were compared (Tab. 3). The presented results in Tab. 3 highlights the accuracy of the adopted modelling approach. Even though the results of the simplified model are slightly different from the original model, the first model is considered to be valid.
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Figure 4: Shape of the third wing mode with aileron (bending = −1/11 Hz)
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Figure 5: The shape of the sixth wing mode with aileron (torsion = −1/33 Hz)
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Figure 6: Damping vs. speed
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Figure 7: Frequency versus speed
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3  Optimization Based on the Strength and Flutter Criteria

According to the Genetic Algorithm (GA) and Artificial Neural Network (ANN), a novel MDO method is adopted to propose the best position of the aileron on the composite wing, in order to postpone flutter and alleviated the stress of the root. The design flow includes parameterization aileron position, optimization algorithm, and a surrogate model on FEM (NASTRAN) software. Design of experiments (DOE) is also employed to create a database composed of the main mentioned composite wing with aileron along with Neural Network Algorithm. Following the created database, the flutter response and TSAI–WU stress criteria of the composite wing are evaluated. The new aileron positions are extracted using numerical calculation. The database is composed of the ANN results that are converged to numerical results. Finally, using the results of the NASTRAN software, the objective function is examined to assess the target goal satisfaction.

The minimum stress due to the above worst-case loadings along with flutter avoidance criteria makes the design optimization algorithm straightforward. Indeed, the procedure is followed to minimize the stress via gust loading along with increasing the flutter speed. The adopted equation is represented below:

OF=α1Kflutter+α2σTSAI−WU(2)


where the design variable or weighting coefficient can be introduced as αn and represent the importance of each parameter. In addition, the Kflutterparameter is called the reduced frequency and represented the dimensionless instability parameter for self-excitation of the composite wing. σTSAI−WUpresents the semi-equivalent stress that is defined for composite materials based on the USAR and JAR22.

Based on the meta-models idea besides ANN and also through the FEM aero-mechanical calculations of the original composite wing, DOE method is considered here. The network is trained via a feed forward-back propagation network with 8 hidden layers and one output neuron. Based on the experience, the proper range of the aileron position is set to be in a 5% deviation of the original position. ANN is adopted along with the approximated function (Eq. (2)). The design flow is run by predefined GA, the OF value is approximated and compared with the result of the 3D FEM simulation [23–33] and then ANN database is updated accordingly (Fig. 8).

4  Results and Discussion

According to the DOE, the composite wing is followed by 50 Latin Hypercube types; 75% of the experiments are employed for network training and the other data are used for network validation. Here, the values of precision for efficiency are 99.9% with a 0.09% deviation. Based on FEM calculations, the results are compared with the approximation of the network in each ANN loop to assess the precision of the network in aileron position prediction. Using 35-generation and 70 members in each generation, the process of optimization is performed. If the precision of three-dimensional FEM simulations is less than 0.3%, the results of the neural network are applied for following the optimization procedure. The speed and frequency of the flutter of the best-predicted position of the aileron are represented in Tab. 4.

The estimated stress results are compared with the main composite wing to reach the location of the aileron. The normalized TSAI–WU stress values for the all-represented position show normalized stress in the range of 0.45 to 1.2. Fig. 9 shows the normalized TSAI–WU stress for the six specified positions during the optimization process without flutter happening.

Multi-disciplinary optimization method represented number 5 (Tab. 4 and Fig. 9). In fact, the procedure represented aileron position that avoids the flutter from occurring with the minimum root stress value, for the composite wing. Moreover, it is noteworthy to mention that the spectral element method can be employed, for sake of accuracy. Several studies have highlighted the applications and accuracy of the spectral method. More details, regarding this approach, are extensively reported in [34–41]. Other techniques maybe employed for such analysis as well (see [42–48]).
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Figure 8: MDO Flow Chart [2]
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Figure 9: The normalized value of the TSAI–WU criterion during the optimization process

5  Conclusion

In this study, the effect of aileron position and its critical outcomes on the aeromechanics conditions of composite wing, with a high aspect ratio, were firstly investigated. Given that the speed and frequency of the flutter are directly related to mass distribution, the effects were so dramatic that in some situations the phenomenon of the flutter did not occur at speeds of up to 300 m/s. This study also showed that concentrated mass can be used instead of aileron's total modeling, and it was shown that there is no need to unify the inertial moment of mass inertia and, moreover, only the mass and positions of the center of mass are effective. Finally, based on the USAR [33] and JAR25 [34] critical loading definitions along with of the flutter avoidance criteria, the multidisciplinary optimization method was employed and revealed the best aileron position of composite wing. Therefore, the aileron position can be selected if possible so that the flutter phenomenon does not occur. The results show the flutter speed avoidance is taking place in the prescribed aerodynamic regime of wing and decreasing amount of stress to 50 E5 Pa in root of the composite wing. The design of the represented composite wing regarding nonlinearity effect and free-play of aileron can be an interesting parameter which can be focused on in up-coming studies.
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Table 1: Material specifications

Parameter Carbon/epoxy
t (mm) 0.28
Dens (kg/mm?) 1.42E-6
Ex (MPa) 44250 0
Ey (MPa) 44250
Vxy 0.037
Gxy (MPa) 5000
Fxt (Mpa) 442
Fxc (Mpa) 243

Fyt (Mpa) 442
Fyc (Mpa) 243

Fsxy (Mpa) 45
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Table 3: Flutter wing speed and frequency in reference mode (comparison of the main model and
the centralized mass model of aileron)

Parameter Original aileron Aileron with concentrated mass Error percentage %
Flutter Speed (m/s) 190 190 0
Flutter Frequency (Hz) 16.45 16.15 0.6





OEBPS/Images/CMC_20884-fig-5.png





OEBPS/Images/CMC_20884-fig-7.png
Frequency (Hz)

30

25

20

Velocity (m/s)





OEBPS/Images/CMC_20884-fig-4.png





OEBPS/Images/table-4.png
Table 4: Flutter wing speed and frequency for different aileron positions

Number Aileron position Flutter speed Flutter Frequency
relative to the middle (meters per second) (Hertz)
axis of the body
(meters)

1 1.95 215 16.7

2 2.66 195 16.2

3 3.38 Flutter does not occur -

4 4.55 Flutter does not occur -

5 5.94 Flutter does not occur -

6 6.23 177 15.3

7 6.94 193 159

8 7.14 182 15.1

9 7.55 123 16.9

10 8.61 Flutter does not occur -

11 9.22 Flutter does not occur -
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Table 2: Flutter wing speed and frequency in reference mode

Parameter With aileron Without aileron
Flutter Speed (m/s) Present 210 190

1 209.8 189.7
Flutter Frequency (Hz) Present 17.4 16.45

2] 17.38 16.44
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