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This study presents a comprehensive mathematical framework for modeling
the flight dynamics of a six-degree-of-freedom fixed-wing aircraft as a rigid
body with three control surfaces: rudder, elevators, and ailerons. The
framework consists of 35 differential-algebraic equations (DAEs) and
requires 30 constants to be specified. It supports both direct and inverse
flight dynamics analyses. In direct dynamics, the historical profiles of control
inputs (deflection angles and engine thrust) are specified, and the resulting
flight trajectory is predicted. In inverse dynamics, the desired flight
trajectory and an additional constraint are specified to determine the
required control inputs. The framework employs wind axes for linear-
momentum equations and body axes for angular-momentum equations,
incorporates two flight path angles, and provides formulas for aerodynamic
force and moment coefficients. Key advantages include improved
computational efficiency, elimination of Euler angle singularities, and
independence from symmetry assumptions with regard to the aircraft’s
moments of inertia. The model also accounts for nonlinear air density
variations with altitude, up to 20 km above mean sea level, making it suitable

for accurate and efficient flight dynamics simulations.

© 2024 The Authors. Published by IASE. This is an open access article under the CC
BY-NC-ND license (http://creativecommons.org/licenses/by-nc-nd/4.0/).

1. Introduction

Air transport is very important socially (for
individuals) and commercially (for goods and
globalized businesses) as a fast means to move items
over long distances, especially across international
borders (Dimitrios and Maria, 2018; Young, 2020;
Zhang and Graham, 2020). According to statistics
announced by the International Air Transport
Association (IATA), there were about 4,200 million
airline passengers in 2017 (before the COVID-19
restrictions on public transport), which is equivalent
to more than one passenger in a commercial air trip
per two inhabitants in the world; and the value of
trade carried by air in 2017 exceeded 6 US$ trillion.
The number of flights performed by the global airline
industry in the same year was 36.4 million. IATA also
announced that the airline revenues (both passenger
and cargo services) in 2022 were about 720 US$
billion, which is close to the 2017 value, and 88% of
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the 2019 value (a pre-pandemic level). Air transport
may expand from long-distance coverage to urban
air mobility (UAM), allowing rapid commuting
within a smart city (Kalakou et al.,, 2023; Marzouk,
2022). There are different types of aircraft, but the
fixed-wing type dominates the global general
aviation market, where this type has the advantage
of a faster flight and higher efficiency (less
consumption of energy per unit of flight time or
flight distance) compared to the rotorcraft type
(Crosby, 2022; Wang and Cai, 2015).

A prerequisite for the design of a fixed-wing
aircraft, or for predicting the performance of another
engineering system in general, is the ability to model
its performance through simulations that involve
solving a set of governing equations (Mi and Zhan,
2020; Rizzi, 2011; Marzouk and Nayfeh, 2010).
Accurately modeling the flight dynamics of an
aircraft plays a crucial role in advancing autonomous
or remotely controlled unmanned aerial vehicles
(UAVs) with reliable control. It also improves flight
efficiency, reducing fuel consumption and emissions,
leading to both economic and environmental
benefits. Additionally, it enables the exploration of
innovative designs and alternative propulsion
systems for powering the aircraft during flight
(Javaid et al, 2012; Tasca et al, 2021; Bravo-
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Mosquera et al.,, 2022; Marzouk and Nayfeh, 2009a;
2007).

The flight dynamics problem of an aircraft
involves many interacting variables and effects, such
as the aerodynamic loads, the aircraft attitude
(orientation or tilt angles), the desired flight path
(trajectory), and the onboard propulsion system
(Durham, 2013). The flight dynamics problem may
be divided into two categories. The first flight
dynamics category is the direct (or forward or
exploratory) problem, where the time history of the
control variables (the deflection angles of movable
control surfaces: ailerons, elevators, and rudder, and
the engine thrust) are known, whereas the resulting
travel path (the coordinates of the aircraft with
respect to the initial take-off location) is unknown.
This resembles the “direct kinematics" or “forward
kinematics” problem in robotics when the joint
position variables are known while the end-effector
position and orientation are unknown (Cardona et
al, 2024; Kang et al, 2012). The second flight
dynamics category is the inverse (or normative)
simulation problem, where a desired flight path
(trajectory or maneuver) is known, while the time
history of the control variables needed to accomplish
this trajectory is unknown (Blajer et al, 2009;
Gallup, 2023; Lu, 2010; Zhou and Wang, 2015). In
either category, the equations of motion (EOMs) for
the aircraft need to be solved to predict the time
history of the unknown quantities.

Numerical simulation of a flight dynamics
problem is a powerful design tool for aircraft that
manifests the relationship between its input controls
and output motion. Various design parameters (such
as the wing area and the aerodynamic constants)
may be tuned as a result of such simulation
modeling, leading to an opportunity for computer-
based optimization (Geske et al., 2024; Marzouk and
Nayfeh, 2009b; 2008a; Laptev et al, 2024). For
example, the extreme values of the required engine
thrust force (thus, its deliverable propulsive power),
control surface deflection angles, and the angle of
attack for expected maneuvers that the aircraft may
perform can be computed. These extreme values are
then compared with the allowed values in the
provisional design, and if the allowed limits are
exceeded, then iterative modifications can be made.
For example, wings have streamlined airfoil sections
that permit a maximum airfoil’s angle of attack (the
angle of incidence between the airfoil section and the
surrounding air) (Abbott, 2012). However, at some
value of the airfoil's angle of attack, a stall
phenomenon occurs where the flow around the
airfoil is separated and becomes no longer
streamlined enough, and large vortices develop that
cause a decline in the lifting force. Through flight
dynamics simulations, the designer can validate the
suitability of the selected airfoil section for the
expected maneuvers. If the stall is reached, then
another airfoil section may be selected. As another
example, if the target climb rate (increase in altitude
with time) was found through flight dynamics
simulations to require a higher level of power from
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the engine than the allowed limit, then the designer
can modify the provisional design by sizing the
engine for a higher power.

This article presents a detailed mathematical
framework for modeling the flight dynamics of a
fixed-wing  airplane  during general three-
dimensional maneuvers, incorporating six degrees of
freedom (6-DOFs). The nonlinear model comprises
35 differential-algebraic equations (DAEs) involving
39 variables and 30 auxiliary constant parameters. A
differential-algebraic system, also known as an
algebro-differential system, combines differential
equations (which include derivatives) and algebraic
equations  (which relate variables without
derivatives) (Lamour et al, 2013). Four variables
need to be specified as inputs, while the remaining
35 variables can be obtained by solving the DAE
system. In the case of direct (forward) simulation,
the three control deflection angles (for the ailerons,
elevators, and rudder) and the thrust force can be
specified as either time-dependent functions or as
numerical arrays of discrete values. In this case, the
flight path coordinates with respect to the ground
can be predicted. In the case of inverse simulation,
the three trajectory coordinates are specified (as
analytical functions or as discrete arrays), along with
a fourth arbitrary flight variable; then, the four flight
controls (three deflection angles and thrust) can be
predicted.

While the topic of mathematical modeling of
airplane’s flight dynamics has been covered earlier
elsewhere (Raol and Singh, 2023; Tai et al., 2023),
the current study and the model presented herein
have some advantages, as follows:

e The model handles six degrees of freedom (the
most general motion for a rigid body).

e The model does not assume a plane of left-right
symmetric (non-symmetric airplanes can be
modeled).

e The model covers aerodynamic details (not just
rigid body dynamics) with complete expressions
for all the flight-dependent aerodynamic/stability
coefficients.

e The model utilizes three sets of axes: ground axes
(earth axes, inertial axes, or land axes), body-fixed
axes (body axes), and wind axes. This is done
instead of using the Euler angles directly to
describe the attitude of the airplane (thus, its
body-fixed axes) with respect to earth axes. The
model utilizes two spherical (azimuth and
elevation) flight-path angles as an intermediate
system, allowing the separation of the flight-path
angles from the airplane attitude angles (Euler
angles), where both sets of angles can have very
different values from each other. The model also
utilizes two other spherical angles (the angle of
attack and the sideslip angle) to describe the body
axes relative to the velocity vector (and the wind
axes), not with respect to the earth axes directly. It
should be noted that the Euler angles (airplane
attitude angles with respect to earth) are not
eliminated. They are still needed in the linear-
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momentum equations. Also, their rates (first-time
derivatives) are needed in the angular-momentum
equations.

e The model simultaneously uses the wind axes (for
the linear-momentum equations) and the body
axes (for the angular-momentum equations),
taking advantage of each set of axes rather than
exclusively being limited to a single set
throughout.

e The model captures the decline of air density with
altitude (up to 20 km) rather than assuming it to
be constant.

e The model provides the derivation or explanation
for some equations, showing how they were
obtained.

e The model is accompanied by several illustrating
sketches to demonstrate axes systems or angles,
which can be difficult to understand by formulas
or textual descriptions alone (all these sketches
were self-made, and no artificial intelligence tool
was employed for generating them).

e The model is presented as detailed scalar
equations rather than top-level vector equations
or generic relations. Formulas are expanded to
reveal the interrelation among variables and
constant parameters. This makes the model useful
particularly to readers interested in building a
computational flight mechanics simulator.

e The model does not suffer from the singularity
attributed to upward or downward flight (when
flying exactly perpendicular to the horizon plan).

Despite these points of strength, the model has
simplifying limitations, which help in bounding the
complexity of the model. The model assumptions
include:

e The gravitational acceleration is assumed to be
constant (as the sea level value). At an altitude of
h=20 km above sea level, the relative reduction in
the gravitational acceleration is less than 1%. This
is estimated as (Cavell et al., 2018).

% Reduction in gravitational acceleration at 20 km =

Rp 2 6,371 km') 2
1- (ijh) =1 - (225)" = 0.00625 (or 0.625%) (1.1)

6,391 km
where, the mean earth radius is taken as
R;=6,371 km (Deng et al., 2008; Mahony, 2013).

e The aircraft mass is assumed to be constant during
the flight. This assumption makes the model more
accurate for smaller flights, which consume less
fuel. This assumption is not applicable to battery-
powered aircraft.

e The aircraft is treated as a single rigid body (with
fixed dimensions and moments of inertia). Thus,
the effect of the deflections on the control surfaces
on these geometric parameters is ignored. The
impact of simplification is not significant, given
that the control surfaces are small relative to the
airplane, and their deflections are structurally
constrained.

e The thrust force is assumed to be concentrated
along the longitudinal body axes. Distributed
propulsion (Gohardani et al, 2011; Qiao et al,
2024) cannot be represented exactly. If the
airplane has more than one engine (thus more
than one source of propulsive thrust force), its
resultant thrust vector should coincide with the
longitudinal axis of the airplane and should be
placed at the same distance from the airplane nose
as the center of gravity of the airplane, such that
they do not exert moments about the airplane’s
center of gravity (which is the origin of the
airplane-fixed Cartesian axes).

e Other than the three types of control surfaces in
the form of one aileron pair, one elevator pair, and
one rudder, no additional movable surfaces are
included. Extra movable elements such as wing
flaps, leading edge slats, spoiler surfaces, trim tabs,
and wing vortex generators are not addressed
(Cole, 1990; Geng et al, 2009; Negahban et al,
2024; Pecora, 2021; Tian et al., 2017; Wang et al,,
2019; Zajdel et al., 2022; 2023).

e The variation of the air density with altitude is
represented up to an altitude of 20 km (65,616.8
ft). For benchmarking, typical cruise altitudes for
conventional transport and commercial airplanes
are between 30,000 to 42,000 feet (9.1 to 12.8
km), which is well within the covered range.

2. Structure of the model

In the coming sections, the 35 individual scalar
equations that form together the 6-DOF DAEs (six-
degree-of-freedom, differential-algebraic equations)
model of flight dynamics for a general airplane are
presented in the sequence given in Table 1.

Table 1: Differential-algebraic equations governing the 6-DOF motion of an airplane

Group of equations

Number of equations Differential or algebraic

Angular velocity vector in body axes
Linear-momentum equations
Angular-momentum equations

Transforming the linear velocity from spherical flight path axes to ground axes
Relating flight path angles to aircraft attitude angles and wind angles

Dynamic pressure and aerodynamic forces
Moments
Aerodynamic coefficients
Air density as a function of altitude
Total

differential
differential
differential and algebraic

differential
algebraic
algebraic
algebraic
algebraic
algebraic

YNV WANWO WW

To differentiate the 35 equations in the DAE
system from other equations, they are numbered
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sequentially using Arabic numerals (1 to 35). In
contrast, other supplementary formulas, such as
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those used to explain specific quantities or derive
expressions, are labeled with uppercase Roman
numerals. These are preceded by a period and the
corresponding section number where they first
appear (e.g, 1.1, 2.1, 3.1, 3.1], 3.11], etc.). The 39 flight
variables that appear in the DAE model are

summarized in Table 2. Constant parameters that
appear in the DAE system (such as the airplane
moments of inertia about the center of gravity) are
not considered flight variables because they do not
change during the flight and are neither an input nor
an output of the DAE system.

Table 2: Flight variables appear in the governing system of differential-algebraic equations

Group of variables Number of variables Symbols
Euler angles and angular velocity components $,0,¢,p,qr
Spherical coordinates for the linear velocity V,a,B
Flight path angles (spherical coordinates for the position) O, Uy
Airplane controls 81, 6m, 60, T
Inertial (ground-based) coordinates Xg, Vg Zg
Dynamic pressure and aerodynamic forces q Fu Fy, F,

Auxiliary moments and total moments
Aerodynamic coefficients
Altitude and air density
Total

Ty, Tz, Ts, My, My, M,
€1 Cp, Ce, Cx, Cy, €y G, Gy Gy
h,p

Yvooswbsnwo

Also, the time derivative of a flight variable is not
counted as a separate additional variable. Such
differentiation processes are assumed to be readily
possible either analytically (if the variable is known
as a function of time and/or of other time-dependent
variables) or numerically using the finite difference
method (if the variable is known as a discrete time
series of values) (Marzouk, 2009; 2010a; 2011b;
Thomas, 2010; Zhang and Yao, 2013). A time
derivative is designated by an overdot above the
symbol. For example, 0 is the time derivative of 0, or

s do

Components of a vector that can be easily derived
using simple trigonometric rules are not considered
separate variables. For example, the total velocity
magnitude (V) is among the flight variables, but its
body-axes components (u,v,w) are not among the
flight variables because they are not totally
independent quantities. In the presented DAE
system, there is a singularity at zero aircraft velocity
(hovering condition) because in the linear
momentum equations (to be presented later), the
time rate (B) of the sideslip angle becomes
undefined. There is another singularity at a sideslip
angle value of /2 or —m/2 (90° or -90°), because
then cos B = 0, and thus in the linear momentum
equations (to be presented later), the time rate (é)
of the angle of attack becomes undefined. Despite
these two limitations, they are not of concern for
fixed-wing airplanes, where a hovering condition
and a condition of purely sideways travel are not
expected. There is no singularity due to the second
Euler angle taking the value 7/2 or —m/2 (90° or -
90°), because the terms tan @ or sec® do not
appear, which would cause the yaw rotation and the
roll rotation to become indistinguishable, with the
first Euler angle (or the yaw angle 1) cannot be
determined uniquely; and this is a feature known for
the Euler angles known as the “gimbal lock” (Barman
and Sinha, 2023a; 2023b; Brezov, 2024; De Paula et
al,, 2024; Han et al., 2023; Hanai et al., 2024; Hossain
et al.,, 2024; Liu et al,, 2023; Stankovic and Miiller,
2024).
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3. Angular velocity vector in body axes (three
differential equations)

In the next section, it becomes clear that the
angular velocity vector (ﬁb) referenced to the body
axes is necessary for deriving the linear-momentum
equations for the airplane. The purpose of the
current section is to obtain three expressions for the
three body-axes components (p, q,r) of the angular
velocity vector in terms of aircraft attitude angles
(Euler angles) and their time derivatives (Euler
rates). We seek a representation for the angular
velocity vector in the body axes with the following
form:
Qp=péw+qéy,+7éy (3.0

Let us consider three sequential rotations of the
airplane (thus, rotations of its body-fixed axes) as
shown in Fig. 1 when initially the airplane’s body
axes (xp,¥Yp, Zp) are exactly aligned with the local
earth/ground axes (x;,y; z;). The first rotation is a
yaw rotation about the local earth/ground axis (z,),
leading to an intermediate set of orthogonal axes
(x',y',z" = z;). The yaw rotation angle is the first
Euler angle or the heading angle (). This is followed
by a second rotation that is a pitch rotation about the
intermediate axis (y'), leading to another intimidate
set of orthogonal axes (x",y" =y',z"). The pitch
rotation angle is the second Euler angle (8). This is
followed by a third rotation, that is a roll rotation
about the intermediate axis (x''), leading eventually
to the body axes (x, = x", ¥}, 2Zp). The roll rotation
angle is the third Euler angle or the bank angle (¢).

The angular velocity vector can be expressed as
three components in the three non-orthogonal axes
about which the rotations took place, leading to
Q=¢ém+0é,+Pé, (3.1
The intermediate unit vector (&,,) can be

resolved into two orthogonal components in the
body axes (&y,8,3), as

&y, =cos ¢ é,, —sin ¢ é,, (3.1
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using Eq. 3.1l into Eq. 3.II gives
Q=g éyp+cospbéy,,—singdé,+yé, (3IV)

The local earth unit vector (&,;) can be resolved
into three orthogonal components in the body axes

(éxb: éyb' ézb)J as
é,, = —sin 6 &), + cos 6 sin ¢ &y, + cos 8 cos P é,,, (3.V)
using Eq. 3.V into Eq. 3.IV gives

ﬁb =qSéxb+cos¢9éyb—sin¢9éxb—sinqbéézb—
sin 6 v &,y + cos 6 sin ¢ P éyp + cos 8 cos PP ey (3VI)

Collecting terms with common unit vectors gives

Q, = ((f)—sinell})éxb+(cos¢9+cos€sin¢¢)éyb +
(cos 6 cos 1 —sin ¢ 8) &5, (3.VID

equating the components in Eq. 3.VII with their
respective components in Eq. 3.I gives

p=¢—sindy (1)
q =cos¢ 6 + cos b sin ¢ (2)
r=cosfcos¢y—singd 3

4. Three linear-momentum equations (three
differential equations)

In formulating the linear-momentum equations
for the airplane, we divide the forces acting on the
airplane at its center of gravity) into three types: (1)
the weight force (mgg) acting in the direction of the
third local earth axis (z;) pointing from the

airplane’s center of gravity toward the earth’s center,
(2) the aerodynamic force components as projected
along the three body axes (X,Y,Z), and (3) the
engine thrust force (T) acting in the longitudinal
body axis (x3).

Fig. 1: Diagram of Euler rotations (yaw, pitch, roll) illustrating the transformation from local earth axes to body axes, with
directions of positive angular rates (¢, 8, ) indicated

If the translational equations of motion are
formulated in the body axes, we obtain
Ay = o -
m (2 + 0y xVy) = L. (4.1)
The above vector equation can be expanded into
the following three scalar equations:

xpcomponent: m(t —vr+wq) =X —mg,sin6 +T (4.1
ypcomponent:m(v —wp+ur) =Y +mgycosfsing  (4.111)
z;, component: m(W —u q + vp) = Z + mg, cos 6 cos ¢. (4.1V)

Fig. 2 illustrates the forces and moments acting
on the airplane. Fig. 2 also shows the body-axes
components (u, v,w) of the airplane’s linear velocity
(relative to the air, at the airplane’s center of gravity)
and the body-axes components (p,q,r) of the
airplane’s angular velocity. While, in principle, Egs.
4.1l and 4.IV can be retained as the equations of
linear (translational) motion for the airplane, they
may suffer from poor computational efficiency due
to the possible large disparity in the magnitude of
added/subtracted terms. As an example, we
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consider the case of a supersonic airplane (an
airplane flying at a speed above the speed of sound)
with a reasonable flight speed of 600 m/s (2,160
km/h), which is less than three times the speed of
sound, or at a Mach number (the ratio between the
flight speed and the local speed of sound) below 3
(Ao et al., 2023; Christian et al., 2023; Crocker, 1998;
Della Posta et al., 2024; Fu et al., 2023b; Georgiadis
et al,, 2024; Huang et al., 2023; Huda and Edi, 2013;
Li et al., 2023; Lui et al., 2024; Marzouk, 2008; 2020;
Smith and Richards, 2023; Voet et al, 2024;
Zamuraev and Kalinina, 2023). We also assume that
this supersonic airplane has a reasonable upper limit
on the pitch rate (q) of about 2rad/s (or
114.6 degrees per second) (Costello and Jitpraphai,
2002; Randall et al., 2012). In that presumed case,
the artificial acceleration term (u q) in Eq. 4.1V can
as be large as 1,200 m/s? or 122 g’s. On the other
hand, the force-induced acceleration term (Z/m) in
the same equation may have an upper limit of only a
few g's. Thus, the artificial accelerations can be
greater than the actual accelerations by two orders
of magnitude due to the high rotation rates
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experienced by the airplane (thus, by the body axes).
This results in an unfavorable discrepancy of scales
and may harmfully impact the solution accuracy for
a given computer precision. In addition, Egs. 4.I1I and

4.1V strongly couple the high-speed dynamics of
rotation into the translational motion, which places
severe computational demands.

CG: Center of gravity Yo
Xh,¥b,Zh : Body axes (fixed in the airplane) Y (or Fy)
X, Y, Z : Aerodynamic force components (body axes) M (or My)
T: Propulsive thrust force (body axis Xn) v
mgo: Weight force (local earth axis Z1)
L.M, N : Total moment components (body axes)
U, vV, W : Linear velocity components (body axes)
Psq, r:  Angular velocity components (body axes)
.
I %,

X (or Fy)
L (or My)
u
P

Iy
Z (or Fy)
N (or M)

m o

Fig. 2: lllustration of the body axes and the components of various vectors along them

To address the above-mentioned issues, the
translational equations are transformed from the
body axes (xp, ¥p, Zp) to the wind axes (x,, Yw, Zw),
which are aligned with the flight-path tangent, which
is the direction of the total velocity vector of the
airplane relative to the air. For performing such
transformation, the following geometric equalities
are used (Figs. 3-6 provide a visual explanation of
some angles that appear in the transformed

equations).
u?+v? +w? 4.V
B =sin"1(v/V) (4.vD)
a = tan"t(w/u) (4.viD)
Thus, we have
\XC

sing =v/V

(4.VIII)
cos B =Vu? +w?/V (4.IX)
tan B = v/vVu? + w? (4.X)
tana =w/u (4.X1)
sina = w/vVu? + w? (4.X10)
cos a = u/Vu? + w? (4.X11D)
cosacosf =u/V (4.X1V)
sins a cos B =w/V. (4.XV)

Therefore, each body-axis velocity component
can be related to the total velocity magnitude (V)

through the spherical angles (a) and/or (B) as
follows:

u=Vcosacosf (4.XVD)
v="Vsinf (4.XVID)
w =V sin a cos f. (4.XVIII)

Curved flight path
(trajectory)

P : Sideslip angle

1
1
12 (out of xp-zp, plane,

“’2 about —zv)
VS @:Angleof attack
‘| 3 (within xp-z» plane,
! % about yy)
iz
i
12
v

Fig. 3: Diagram illustrating the spherical angles (a, B) for transformation from body axes to wind axes, including directions of
positive angular rates (&, #) and body-axes velocity components (u, v, w)

This angle of attack (a) lies in the body plane
Xp — zp, between the body axis (x,) and the
projected total velocity vector in that plane. It is
positive when the airplane nose is above the flight
path tangent (the projected total velocity vector lies
in the quadrant between the positive x;, and the
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positive z,), causing an upward lifting force. In the
current work, the angle of attack is defined as a
single angle at the whole airplane level (not defined
at the smaller level of the wing or wing’s airfoil
sections).
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Becomes (ur)'.* Wind’s longitudinal axis (xw), which is

if (a#0)

B : Sideslip angle

\ : First Euler angle
(yaw angle or heading angle)

Elevators

:c,\'actly aligned with the velocity vector (V),
thus tangent to the flight path

Remains (B)

i B0 %211 58

Wind’s lateral axis (yw)

Ailerons

This xp-y» view assumes level
flight, and a level airplane.

Fig. 4: lllustration of the flight dynamics in a planar view (body-fixed plane x;, — y)

The flank angle of attack (ay) lies in the body
plane x;, — y,, making it easy to visualize by looking
at that body-fixed plane. When the aircraft is viewed
from above, the body plan x, —y, the angle
between the line of the total velocity (V) and its
lateral component (v) is the flank angle of attack
(af), which is a projection of the sideslip angle (B).
In this case, if there is no angle of attack (a = 0),
then (B) becomes identical to (ay). The flank angle
of attack (@) is defined as not one of the flight
variables in the presented DAE system. It is not
needed for the flight dynamics framework of this

@ : Angle of attack

The angle in the x4-7; plane between the body axis

(xy) and the projected wind axis (xy) “or the

projected total velocity vector V”

0 : Second Euler angle (pitch angle)

0w : Climb angle (or elevation)
flight path angle)

(3

Rudder—

Local earth-pointing :
axis (z1) v

Horizon (or flat ground)

=
£ - i<
/./ Total velocity V

o

article. However, its value during the flight can be
obtained and reported as an extra output according
to

ay = tan"(v/u). (4.XIX)
In addition, the following relations apply:

tan § = tan ay cos @ = v/Vu? + w? (4.XX)

tan ay = tan f/cosa = v/u (4.XX1)

B = tan~!(tan a; cos ) = tan"}(v/VuZ + w?)  (4.XXII)

ay = tan~!(tan B/cos a) = tan~(v/u). (4.XXIII)

(or Xw)

7

This x, -z, view assumes that the wing tips are at the same level (height). ‘

Fig. 5: lllustration of the flight dynamics in a planar view (body-fixed plane x, — z)

¢ : Third Euler angle

(roll angle or bank angle)

<

2

1=

Horizon (or flat ground)

This y, -z, view assumes that the airplane is level. ‘

Fig. 6: lllustration of the flight dynamics in a planar view (body-fixed plane y; — z;)
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The final transformed equations of translational
motion (equations of linear momentum) are:

X component:

mV=c_15(Cxcosacosﬁ+Cysinﬂ+

C, sin a cos [?)+ m go(cos 0 sin ¢ sin f —

sin 6 cos a cos B + cos 6 cos ¢ sin a cos ) + T cos a cos
4)

Yw component:

mVﬁ=QS(Cycosﬁ—Cxcosasinﬁ—Czsinasinﬁ)+

m go(cos 0 sin ¢ cos B + sin 6 cos a sin f —

cosBcospsinasinf)+Tcosasinf+mV (—rcosa+

p sin @) (5)
Z,, component:

mVcosBa=qS (C,cosa—Cysina)+

m go(sin 0 sin a + cos 0 cos ¢ cos «) — T sin a +

mV (q cos B —r sin a sin B — p cos a sin B) (6)

It can be noticed that the first Euler angle, the
heading angle () does not appear in the above
three equations of translational motion. This is
explained by the fact that the direction in which the
airplane’s nose is pointing relative to the ground
during flight does not impact the dynamics of its
motion. The heading angle (1) relates the airplane’s
orientation with respect to an earth axis, which is
arbitrarily chosen.

5. Angular-momentum equations (three
differential equations, three algebraic equations)

Unlike the translational equations of motion
(EOMs), which were formulated in the wind axes, the
rotational equations of motion (or the equations of
angular momentum) are to be formulated in the
body axes. This is highly advantageous because the
moments of inertia can then be treated as constant
geometric parameters rather than time-varying
quantities.

Before presenting the differential equations of
angular momentum, a derived geometric constant
needs to be obtained. It is the determinant of the
inertia matrix (tensor) (Melnikov, 2012; Rucker and
Wensing, 2022). It is designated here by the symbol
(Ty)- It is related to the individual moments of
inertia (about the body axes) as follows:

A —F =FE Ixx _Ixy _Ixz
To=|-F B -D|=|-lwy Ly —L;=ABC-
-E -D C Ly Ly I

AD?—BE?2—CF?—-2DEF (5.0)
where, the operator | | means the determinant.

It should be noted that while the above equation
for the inertia constant (T,) is important. It is not
counted as one of the DAE equations because it
involves geometric inertia constants only. Thus, the
constant (Ty) is not a flight variable but a constant
parameter that is computed only once from the
known six elements of the inertia tensor.

Then, three auxiliary moments are defined
through three algebraic equations (which are parts
of the DAE system). These auxiliary moments are
used in formulating the three main differential
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equations for the rotational motion of the airplane
and enable writing them efficiently in a relatively
compact form. The equations for obtaining auxiliary
moments are

T,=B-C)qr+(Eq—Fr)p+(@*-r>)D+L (7
T,=(C—-A)rp+(Fr—Dp)qg+ @2 —-p>)E+M (8)
T3=A-B)pg+Dp-EqQr+® —-q¢>)F+N (9)

Finally, the main translational equations of
motion (as differential equations that are also parts
of the DAE system) about the body axes are

xp, component: Top=(BC—D) T, +(FC+ED)T, +
(FD+EB)T; (10)
yp, component: Tog=(AC—E*)T,+(AD+EF)T; +
(FC+ED)T, (11)
zp component: To7 =(AB—F>)T;+ (FD+BE)T, +
(AD+FE)T, (12)

It is worth mentioning that in the special case of a
symmetric airplane (with the body-fixed plane x;, —
z;, being a plane of symmetry), the mass products of
inertia (D = I,,,F =1,,) vanish (Lorenzetti et al,
2017). For this special case, the overall translational
equations of motion can be reduced from six
equations to three equations. Our presented DAE
model is generic (not assuming any geometric
symmetry). However, the three reduced differential
angular-momentum equations are provided below as
additional information, which can be used instead of
the previous six equations (three algebraic equations
and three differential equations) for airplanes with a
plane of symmetry (the left/port half is a reflected
version of the right/starboard half) (Beknalkar et al.,
2024; Braca et al., 2014; Kim et al., 2024; Rizzi et al,,
2024; Svozil, 2023; Tewari, 2016).

Reduced angular momentum equation, x, component: p (A C —
E?)=(BC—-E*-(C*)qr+(A—-B+C)Epq+CL+EN

(5.11)
or: P (lxx Izz - 132) = (Iyy Izz - 132 - Izzz) qr+ (Ixx - Iyy +
IZZ) IXZ p q + IZZ MX + IXZ MZ (S'III)
Reduced angular momentum equation, y,, component: ¢ B =
Er*—Ep*+(C—-A)pr+M (5.1v)
or: quy =1y, r? — Iy pz + (Izz_lxx)pr_"My (SV)

Reduced angular momentum equation, z,, component: 1 (A C —
E?)=(A*+E*—AB)pq+(B—A-C)Eqr+AN+EL
(5.VD)
Ly Iyy) pq+ (Iyy — Ly —
(5.vi)

or: 7 (Ixx I, — IJ%Z) = (ng + IJ%Z -
Izz) Lz Q7+ Ly My + I, My,

6. Transforming the linear velocity from
spherical flight path axes to ground axes (three
algebraic equations)

Fig. 7 explains the meaning of the spherical
angles (6,,,¥,,), where (¥,,) is the azimuth angle (as
of a compass reading) of the projected line on the
ground for the straight line connecting the airplane
to its take-off point, and (6,,) is the elevation angle of
that straight line above the horizon. The climb angle
or the elevation flight path angle (8,,) may also be
called “first flight path angle.” The lateral flight path
angle or the azimuth flight path angle (3,,) may also
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be called “second flight path angle.” The radial
coordinate of this spherical coordinate system is the
straight-line distance between the moving airplane

0, : Climb angle (or elevation

flight path angle), in the
ground plane (Xg-YE)

Y. : Lateral (or azimuth)
flight path angle, *

7
above the ground . 7
L4 ,’

B

€y,

and the fixed take-off point (which is the origin of
this spherical coordinate system).

XE (Earth north)
«

--------------l’; --------- LR ERY R 3

YE (Earth east)

ZE (To earth center)
Fig. 7: lllustration of the two flight path angles

Fig. 8 demonstrates the meaning of the flight path
coordinates (xg4,¥g4,24)- Fig. 8 also shows two of the
three airplane attitude angles (Euler angles), namely
the yaw angle (¥) and the pitch angle (8).
Comparing these two Euler angles to the flight path
angles (0,,%,) in the Fig. 7 helps clarify the

\/ : First Euler angle

(yaw angle or heading angle)

0 : Second Euler angle (pitch angle)

difference between the two pairs of angles. It should
be noted that the flight path angles are independent
of the airplane orientation (attitude), while the Euler
angles are independent of the flight path (location of
the airplane in space).

v : Take-off
point

VZE (To earth center)

Fig. 8: Visualization of flight path coordinates from the take-off point, showing all three coordinates with negative values in
| denotes absolute value (magnitude)

the depicted position. The operator |

The equations relating the rates of the inertial
coordinates (ground-referenced Cartesian
coordinates, measured from the take-off point at the
start of the flight) of the airplane trajectory
(g, ¥4, 24) to the total velocity magnitude and the
flight path angles derived from the straightforward
resolution of the velocity vector (with a magnitude
V) into its components along the earth axes (either
the aircraft-local earth axes x;,y;,z;, or their
parallel ground-fixed inertial earth axes xg,yg, zg).
These equations are

Xy =V cos 6, cos P, (13)
Yg =V cos 8y, siny,, (14)
Zg = =V sin 6, (15)

It is worth mentioning that the climb rate (h)
(which is the time rate of the altitude) is the negative
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of the time rate of the third flight path coordinate of
the flight trajectory, or (z,). This is because (zg4)
increases when the airplane descends toward the
ground, while the altitude (h) increases when the
airplane ascends away from the ground. Thus,
h=—z, (6.

From Egs. 15 and 6.1, the climb rate (h) can be
obtained as
h=Vsina, (6.1

7. Relating flight path angles to aircraft attitude
angles and wind angles (two algebraic equations)

The DAE system of equations requires two
additional algebraic equations that relate the two
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flight path angles to other angular flight variables,
particularly the three Euler angles (¢,0,vy), the
angle of attack (a), and the sideslip angle (). These
equations are

cos 8, sin(y,, — ) = cos ¢p sin B —sin ¢ sina cos B (16)
sin 6,, = sin 0 cos & cos § — cos 6 sin ¢ sin f —
cos 6 cos ¢ sin a cos 8 17)

The last equation, Eq. 17, can be derived by
noticing that (sin 8,,) is the result of dividing the
climb rate (h), as an opposite side in a right-angled
velocity triangle, by the total velocity magnitude (V),
as the hypotenuse in that triangle. Alternatively, Eq.
6.I1 can show this as follows:
h/V =V sin6,,/V = sin 6, 7.0

The climb rate (h) can be related to the body-
axes velocity components (u, v,w) as

h =usin6 — v cos 0 sin ¢ —w cos 6 cos ¢ (7.11)

Recalling Egs. 4.XVI, 4XVII, and 4.XVIII, these
body-axes velocity components can, in turn, be
expressed in terms of the total velocity magnitude
(V) as (u=Vcosacospf), (v=Vsinf), and (w =
V sin a cos f8); respectively. Using these expressions
in Eq. 7.1l gives

h = (V cos a cos B) (sin 8) — (V sin B) (cos @ sin ¢p) —
(V sin a cos B) (cos 6 cos ¢). (7.111)

Dividing both sides by V, and recalling that A/V =
sin 6,, gives

sin 6,, = cos a cos B sin 8 — sin f cos @ sin ¢ —
sin & cos S8 cos 8 cos ¢, (7.1V)
which is exactly equivalent to Eq. 17.

It may also be useful to add that in the special
case where the total velocity vector is aligned with
the longitudinal body axis (x;), thus the body axes
coincide with the wind axes (a = 0, 8 = 0), then the
two airplane attitude angles or Euler angles (y, 9)
become identical to the flight path angles (3, 8,,).
This can also be inferred from Eqgs. 16 and 17.
However, the remaining third airplane attitude angle
for the roll (¢), or the third Euler angle, can still take
arbitrary values in this special case.

8. Dynamic pressure and aerodynamic forces
(four algebraic equations)

The aerodynamic force vector acting on the
simulated airplane is most easily handled in the
body-fixed axes. Here, we refer to the three body-
axes components of the aerodynamic effects (the
interaction between the air and the airplane moving
through it) as three aerodynamic forces, but the
reader should recognize that they are not three
independent forces but projected components.

These aerodynamic forces are functions of
nondimensional aerodynamic coefficients that
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should be obtained for the airplane. As typically done
in the aeronautical field, the nondimensional
aerodynamic force coefficients (Cy,C,,C;) are
converted into forces using the dynamic pressure
(q), which depends on the air density and the
magnitude of the flight velocity (relative to air) and a
reference area (S) that is the projected (planform)
area of the wing, which is a constant geometric
parameter for the airplane (Qin et al., 2016; Marzouk
and Nayfeh, 2008b; Secco and Mattos, 2017; Song et
al, 2012). The following expressions describe the
dynamic pressure and the body-axes aerodynamic
forces that act on the airplane:

Gg=05pV? (18)
Xp component: X (or F,) = q S Cy (19)
yb component: Y (or ) =7 S C, (20)
zp, component: Z (or E,) = S C, 2D

As noted earlier (in Section 4, Three Linear-
Momentum Equations), the aerodynamic forces are
not the only forces acting on the airplane. Two
additional forces include the weight and the thrust
(the forward propulsive force generated by the
airplane's engine). This section focuses exclusively
on the aerodynamic forces, as the weight and thrust
forces are fundamental and do not require
mathematical definitions.

9. Moments (three algebraic equations)

The total moment vector is resolved into three
components along the body axes, which we refer to
as three moments. These moments are expressed in
terms of nondimensional moment coefficients
(€, €y, Cy), the dynamic pressure, the reference
surface area of the wing, and the reference length.
For the pitching moment, the mean wing chord (the
average straight-line distance from the leading edge
to the trailing edge of the wing) can be used as the
reference length. Such a reference length is assigned
here as the symbol (c¢) (Meku et al,, 2023; Spedding
and McArthur, 2010). For the rolling and yawing
moments, the wingspan (straight distance from the
left/port tip to the right/starboard tip of the wing)
may be used as a reference length. Such a reference
length is assigned here the symbol b (Custodio et al,,
2015; Santos et al., 2017).

The following expressions describe the moments
that act on the airplane:

Xp component: L (or M,)) =g S b (; (22)
yp component: M (or My) =qScCy, (23)
zp, component: N (or M,) =g S b C,. (24)

We clarify here that the moments of the body
axes in the DAE system arise only from the
aerodynamic effects. Because the thrust acts along
the body axis (x;) and thus, its direction vector
passes through the origin of the body axes, and the
airplane weight is at the origin of the body axes.
These two non-aerodynamic forces do not cause
additional moments.
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10. Aerodynamic coefficients (nine algebraic
equations)

There are nine nondimensional
aerodynamic/stability coefficients involved in the
DAE system, related to three force components
parallel to the wind axes, three force components in
the positive body axes, and three-moment
components along the body axes.

In the section 8, it was shown that three
nondimensional aerodynamic-force coefficients need
to be found as a part of the DAE system for modeling
the flight dynamics of the airplane. These coefficients
are C,, Cy, C,, which allows determining the three
corresponding components of the aerodynamic force
vector in the body axes. These three force
components are XorF,YorF,ZorF, Ideally,
one should attempt to find the aerodynamic
coefficients (Cy, Cy,C,) directly from other flight
variables. However, in aeronautics, there is another
set of  nondimensional aerodynamic-force
coefficients that are commonly reported for
airplanes, and these coefficients can be estimated
using specialized aeronautical software or through
testing of a small-scale prototype in a controlled
environment. Thus, this other set is obtained first,
and from them, the more relevant coefficients
(Cyx, Cy,C,) are deduced. The preparatory set of
aerodynamic coefficients is the lift coefficient (C;)
and the drag coefficient (Cp), which can be viewed as
normalized (nondimensionalized) versions of the lift
and drag, respectively (Aslanov, 2017; Marzouk,
2011a; 2010Db; Islas-Narvaez et al., 2022; Jung and
Rezgui, 2023; Zheng et al., 2024). In addition, there is
a third preparatory aerodynamic coefficient, which is
the side-force coefficient (C¢). These preparatory
aerodynamic coefficients are related to the
components of the aerodynamic force vector when
resolved in the wind axes, rather than in the body
axes. The drag component of the aerodynamic force
vector (or simply the drag) is in the opposite
direction of the total velocity vector (thus, it opposes
the airplane’s translation motion). The lift
component of the aerodynamic force vector (or
simply the lift) is perpendicular to the drag force,
and the upward part of the lift that is perpendicular
to the horizon is responsible for counteracting the
gravitational effect. The side component of the
aerodynamic force vector (or simply the side force)
is perpendicular to both the drag and the lift.

The non-dimensional lift coefficient (C;) is
approximated here as a linear function of the angle
of attack (&), with a constant slope (C,, = dC,/da)
that should be known for the airplane (Qu et al,
2015). It should be noted that while this simple
equation is often used by aeronautical engineers, it
breaks down remarkably at a critical, relatively high
angle of attack (typically near 15° or 0.26 rad) due to
the separation of the boundary layer from the wing
skin, accompanied with the formation of undesired
vortices at the upper side of the wing, leading to a
sharp decline in the lift coefficient after reaching a
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maximum value of (Cp;q.); and this phenomenon is
known as a wing stall condition (Andreu Angulo and
Ansell, 2019; Geissler and van der Wall, 2017;
Hammer et al., 2022). If the nonlinear region of the
lift coefficient function may be encountered, then the
linear model for the C;(a) function should simply be
replaced with an extended nonlinear one, with no
other modifications needed in the DAE system. For
many airfoil sections of wings, the lift coefficient has
a non-zero value (denoted by C;4) at a zero angle of
attack. This intercept value is due to the asymmetry
(slight curvature or camber) of the airfoil section,
while for symmetric airfoils, C;o = 0 (Xu and Lagor,
2021). We consider the general case of cambered
airfoil (and €y should be known for the airplane as
an input constant parameter), and thus the relation
between the lift coefficient and the angle of attack is
modeled as

C,=Cpo+ Cpy . (25)
Eq. 25 is graphically demonstrated in Fig. 9.
C.
Crma
Slope: Cia
( ](‘m
a

N

- +

Rangeof: C, =Cjp+C

Fig. 9: lllustration of the relation between the lift
coefficient and angle of attack, sowing the stall region, and
the region of linear dependence

The drag coefficient (Cp) is modeled as a
quadratic function of the lift coefficient through a
law called the drag-polar relationship (Hantrais-
Gervois and Destarac, 2015; Sun et al, 2020). The
drag coefficient equation requires that two
aerodynamic constants (Cpo, Kcp) are provided as
input aerodynamic parameters for the airplane. The
drag coefficient equation is
Cp = Cpo + Kcp C} (26)

A side-force coefficient (€C;) is modeled as a
linear function of the sideslip angle (f), with the
constant of proportionality designed by (CC,;). Thus,
we have
Cc= Ccﬁ B (27)

The remaining aerodynamic force coefficients
(with respect to body axes) are expressed as

—Cp cosacos f—Cccosasinf + Cp sina

Cy = (28)
Cy =—Cpsinf + Cccosf

(29)
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C,=—Cpsinacosf —Ccsinasinf —C,cosa (30)

The total-moment coefficients (with respect to
body axes) are modeled such that they do not only
depend on flight angles but also on body-fixed
angular rates and on the deflection angles of the
three control surfaces. There are 14 constant
aerodynamic and stability constants introduced in
the three expressions for the three-moment
coefficients, which are (Cyg, Cyp, Cyy, Ci51, C155) for the

dimensionless rolling-moment coefficient (C;);
(Cinos Cimar Cings Cmsm),  for  the  dimensionless
pitching-moment coefficient (C); and
(Cnp) Cops Cpyy Cps1, Crsn)  for  the  dimensionless

yawing-moment coefficient (C,). These constants
should be known for the airplane as input
parameters. It can be noticed that there is a strong
coupling between the rolling and yawing. This is a
known feature in fixed-wing aircraft (Brincklow et
al, 2024; Stengel, 2022). For example, a rudder
deflection intended to cause a yaw rotation also
causes a rolling moment, while an aileron’s
deflection intended to cause a roll rotation also
causes a yawing moment.

C=CpB+CppB/V)+Cpr(b/V)+ Cis 6 + Cion 6y

(€29)
Cn=Cnot+Cpoga+ Cmq q (c/V)+ Cinsm Om (32)
Cp = CnB B+ Cnp p(b/V)+ Cpp 1 (b/V) + Cpsy 6, +
Crsn 5n (33)

6 = (Cné'n (Cl - CZB.B - Clp pb/V — Cyy Tb/V) = Cisn (Cn - CnBB - Cnp pb/V — Cpy rb/V))/(CuSl Cnon — Cion Cnst)
On = (CLSI (Cn - Cnﬁﬁ - Cnp pb/V — Cpy rb/V) — Crai (Cl - Clﬂﬁ - Clp pb/V — Cyy rb/V))/(Clél Cnon — Cisn Cnst)

As a remark, the multiplication of the pitch rate q
by (c/V), the multiplication of the roll rate (p) by
(b/V), and the multiplication of the yaw rate (r) by
(b/V) makes these scaled angular rates
nondimensional, and thus, they can be properly
multiplied by the respective constant parameters
(called stability derivatives) in the above three
equations.

As an additional remark, Egs. 31-33 are
formulated in a form that suits a forward (direct)
simulation mode, where the control deflections are
known and thus appear on the right-hand side. They
can be manipulated to suit the inverse simulation
mode, where the deflection angles are unknown and
need to be found. For example, the manipulated
version of Eq. 32 for inverse simulation becomes:

Om = (Cm = Cno — Cg @ — Cmq q C/V)/CmSm (10.n

The angle (6,,) is the deflection angle of either of
the two movable elevators that are used for pitching
and for longitudinal stability. This angle is positive if
the trailing edges of the elevators move concurrently
down (thus causing the aircraft to make a positive
pitch angle, with the nose tilting up).

Due to the coupling between Eqgs. 31 and 33, they
need to be manipulated simultaneously as a system
of two algebraic equations in two unknowns (6, 8,,).
Solving these two deflection angles gives

The angle &, is the deflection angle of either of the
two movable ailerons that are used for rolling and
lateral control. This angle is positive if the trailing
edge of the right/starboard aileron moves up while
the trailing edge of the left/port aileron moves down
(thus causing the aircraft to make a positive roll
angle, with the left/port side of the wing tilting up).

The angle §, is the deflection angle of the
movable rudder that is used for yawing and
directional control. This angle is positive if the
trailing edge of the rudder moves toward the
left/port side of the aircraft and the pilot (thus
causing the aircraft to make a positive yaw angle,
with the nose tilting left).

11. Air Density as a function of altitude (two
algebraic equations)

The last part of the DAE system for the flight
dynamics framework is the computation of the air
density as a function of altitude (above the global
mean sea level). Unlike gravitational acceleration,
which decreases only very weakly with altitude
(thus, it is treated here as constant at the sea level
value), the air density declines much faster as the
airplane climbs to high altitudes due to the decline of
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(10.I1)
(10.1I1)

the air pressure because of the smaller air column
(whose weight induces this air pressure) in the
remaining outer part of the atmosphere.

The variation of the air density with the altitude
is governed here by the International Standard
Atmosphere (ISA) model (Kuprikov, 2023; Santana
et al, 2019). In the ISA model, the air is assumed to
be a dry mixture (free from water vapor), with a
mole fraction of 78.09% for nitrogen, 20.95% for
oxygen, and 0.93% for argon, and traces of other
constituent gases such as carbon dioxide, neon,
helium, krypton, and hydrogen (Marzouk, 2023).

It should be noted that the ISA model uses a
gravity-adjusted version of the altitude called the
“geopotential altitude,” whereas we use the ordinary
“true” geometric altitude that is a directly measured
height above the mean sea level, MSL (Atasay et al,,
2023; Ferreira and Gimeno, 2024; Kitajima et al,
2024; Levchenko and Levchenko, 2023; Matsui et al,,
2023a; 2023b; Matyja et al,, 2023; Oksuztepe et al,,
2023; Stober et al.,, 2020; Tamesue et al.,, 2023; Yuan
et al.,, 2024). This gravity adjustment aims to account
for the impact of decreasing gravitational
acceleration with altitude, but this effect is neglected
in our flight dynamics model. The “virtual”
geopotential altitude is an adjusted value that is
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slightly less than the “true” geometric altitude to
accommodate for the effect of a slowly decreasing
gravitational acceleration, thus reducing the weight
of the outer air column. To obtain the geopotential
altitude (H) that corresponds to a particular
geometric altitude (h), the following equation can be
used (Scherllin-Pirscher et al., 2017):
H=— [0 & (11n
where, ¢ is a dummy integration variable that
represents the geometric altitude, and the function
(g) describes the decline in the gravitational
acceleration with the geometric altitude (h) as

2
gh) = go (R:fh) (1110
where, Rg is the mean earth’s radius, taken as
6,371,000 m (Orlov, 2018).

At a geometric altitude of 20,000 m (which is the
upper limit on altitudes in the presented
framework), the corresponding geopotential altitude
is 19,937 m, which means that the difference is 63 m,
which represents a relative discrepancy of only
0.315% (relative to the geometric value of 20,000 m)
or 0.316% (relative to the geopotential value of
19,937 m).

The geometric altitude (h) above the sea level can
be obtained from the third flight path coordinate
(z4) and the initial geometric altitude (h;;;) at the
start of the flight, at the take-off point as
h = hin — 24 (34)

It should be noted that (z,) takes negative values
as the airplane ascends. Thus, h > h;,; if the airplane
is at a higher position relative to the take-off point.

The part of the atmosphere covered here for air
density variation is the troposphere layer (from 0 m
to 11,000 m above sea level) and the subsequent
tropopause layer (from 11,000 m to 20,000 m above
sea level), which are together sufficient for
accommodating a wide range of aviation activities. In
the troposphere, the air temperature is assumed
(according to ISA) to decline regularly with altitude
at a fixed rate (lapse rate) of 4=0.0065 K/m, making
it a non-isothermal layer. The air is treated as an
ideal compressible gas with a specific gas constant of
R=287.05]/kgK (Marzouk, 2017; Woody, 2013).
The standard sea level air density is pg=1.225 kg/m3,
and the standard sea level temperature is
0,=288.15 K (equivalent to 15.00 °C) (Gerkema and
Duran-Matute, 2017). The gravitational acceleration
(treated as a constant) is g¢=9.80665 m/s2. From the
principles of thermodynamics and fluid mechanics,
the nonlinear decline in the air density with the
altitude above sea level in the non-isothermal
troposphere layer can be derived (Bar-Meir, 2022;
Struchtrup, 2014).

p = po (1= (1/6,) h)9e/RD-1 (11.110)
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For the above equation, we assign the symbol
(mg) to the constant (4/0,) that multiplies the
altitude (h) with my=2.25577 x 10> m-1. We also

assign the symbol (my) to the constant
nondimensional exponent (go/(RA4)—1), with
ny=4.25593.

Thus, the air density as a function of altitude in
the troposphere (the closest layer to the ground) can
be rewritten as

p =po (1 —mgh)" =1.225(1—2.25577 x
1075 p)*25593 (11.1V)

Where the output air density is kg/m3 and the
altitude is m. This troposphere expression is also
applicable at negative altitudes (which may occur at
deep ground depression located beneath the mean
seal level).

The higher tropopause layer has a constant
temperature of 0;=216.65K (equivalent to -
56.50 °C), and this layer starts (according to the ISA
model) at an altitude of h;=11,000m. The air
density at this transition altitude, as computed from
Eq. 11.1V, is p1=0.36391 kg/m3. From the principles
of thermodynamics and fluid mechanics, the
nonlinear decline in the air density with the altitude
above the sea level (mean sea level) in the
isothermal tropopause layer can be derived as
p = p; exp(—(go/R 01) (h — hy)) (11L.V)
where, exp is the exponential function (Marzouk,
2018).

In the above equation, we assign the symbol (m,)
to the constant (go/(R @4)) that multiplies the
excess altitude (h — hq) beyond the beginning of the
tropopause layer, with m;=1.57690x10-*m-1.

Thus, the air density as a function of altitude in
the tropopause (the second closest layer to the
ground) can be rewritten as

p = py exp(—my (h— hy)) = 0.36391 exp(—1.57690 x
10~* (h — 11,000)) (11.VD)

Combining Eqs. 11.IV and 11.V], A single formula
can be written for the air density as a function of
altitude for either layer of atmosphere we covered,
and this is the last equation among the differential-
algebraic equation systems for flight dynamics (DAE
system). This equation is

p(h) =
{ po (1 —mg h)™ h <11,000 m

p1 exp(—m; (h—hy)) 11,000m < h < 20,000 m (35

Table 3 lists computed values of the air density
according to Eq. 35, for altitudes up to 20,000 m;
with an increment of 1,000 m. Table 3 also lists the
air density ratio (@), which is the ratio of the air
density at a given altitude to the standard sea level
density or

o =p(h)/po = p(h)/(1.225 kg/m?) (11.vID)
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Table 3 also lists the air temperatures at these
selected altitudes according to the International
Standard Atmosphere (ISA) model. The air
temperature is of interest in aviation because the
speed of sound (a) in air is proportional to the
square root of this temperature, and the speed of
sound is an important speed threshold for objects
moving in air, with a=340.29 m/s (or 1,225 km/h) at
sea level (Chen et al,, 2006; Hay, 2013; Jameel et al,,
2021; Torenbeek, 2013). Specifically, the
relationship between the speed of sound and the
absolute temperature (the temperature expressed in
kelvins) is (Guo et al., 2023; Hu et al.,, 2016; Hwang et
al,, 2019).

a=,yRO (11.VIID)
where, y is the ratio of specific heats (also called the
adiabatic index, the isentropic exponent, or the
specific heat ratio), which is approximately 1.40 for
air near room temperature (Abbaszadehmosayebi
and Ganippa, 2014; Fix et al., 2024; Palit et al., 2019;
Prashantha et al., 2023; Simpson et al,, 2023). From
Table 3, it is seen that the density drops remarkably
at high altitudes, reaching about 30% of its sea-level
value and the end of the troposphere, and drops
further to about 7% of the sea-level value at the end
of the tropopause.

Table 3: Atmospheric conditions at different altitudes, according to the International Standard Atmosphere (ISA)

Atmospheric layer Altitude, h (m)

Density, p (kg/m3)

Density ratio, o (-) Temperature, @ (K)

0 1.22500
1,000 1.11164
2,000 1.00649
3,000 0.90912
4,000 0.81913

Troposphere 5,000 0.73611
6,000 0.65969

7,000 0.58950

8,000 0.52516

9,000 0.46634

10,000 0.41270

11,000 0.36391

12,000 0.31082

13,000 0.26548

14,000 0.22675

15,000 0.19367

Tropopause 16,000 0.16542
17,0000 0.14128

18,000 0.12067

19,000 0.10307

20,000 0.08803

1.00000 288.15 (15.00 °C)
0.90746 281.65 (8.50 °C)

0.82162 275.15 (2.00 °C)

0.74214 268.65 (-4.50 °C)
0.66867 262.15 (-11.00 °C)
0.60091 255.65 (-17.50 °C)
0.53852 249.15 (-24.00 °C)
0.48122 242.65 (-30.50 °C)
0.42870 236.15 (-37.00 °C)
0.38069 229.65 (-43.50 °C)
0.33690 223.15 (=50.00 °C)
0.29707 216.65 (=56.50 °C)
0.25373 216.65 (=56.50 °C)
0.21672 216.65 (-56.50 °C)
0.18510 216.65 (=56.50 °C)
0.15810 216.65 (-56.50 °C)
0.13503 216.65 (-56.50 °C)
0.11533 216.65 (-56.50 °C)
0.09851 216.65 (=56.50 °C)
0.08414 216.65 (-56.50 °C)
0.07186 216.65 (=56.50 °C)

It may be useful to add here that the absolute
pressure, P (the true, unadjusted pressure measured
from the absolute vacuum reference) of air at a given
altitude can be estimated from the absolute
temperature and the computed air density at the
same altitude, using one of the following forms of the
ideal gas law
P(h) = p(h) R O(h) (11.IX)
where, the P is in pascals (Pa), p is in kg/m3, and the
air’s gas constant R is in J/kg.K (Akasaka et al.,, 2023;
Das and Chatterjee, 2023; Duben, 2024; Fu et al,,
2023a; Garrett, 2020; Kaushik, 2022; Khaji et al,,
2023; Nandagopal, 2023; 2024).

12. Results and discussion

As the current study aimed at presenting a
comprehensive  mathematical framework for
modeling the flight dynamics of a general fixed-wing
airplane, the results are in the form of a set of
35 differential-algebraic equations (DAE system)
that govern various aspects (precisely 39 flight
variables) during a flight maneuver. These equations
were divided into groups and were presented in the
preceding nine sections (from section 3 to section
11). In the current section, we discuss two aspects of
the model. First, the actual implementation of the
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model in a computerized flight simulator requires
the provision of 30 constants (29 design parameters
for the airplane and one trajectory parameter).
These needed constant parameters are

e Airplane mass (m)

e Wing planform area (S)

e Reference longitudinal length, such as the mean
chord (c)

o Reference lateral length, such as the wing span (b)

e Six mass moments of inertia about body axes

(A4,B,C,D,E,F)

e Five aerodynamic-force constants
(Cro Cra» Cpos Kep, Cep)

e Fourteen stability derivatives

(Clﬁ' Clp' Clr' ClSl' Cl&n: CmO: Cma' Cmq' CmSm' Cn[?'
’ Cnr’ Cn&’ CnSn)

o Initial altitude (above sea level), at the take-off
point (hy;)

Second, in the simplest flight condition, which is
steady level flight without acceleration or rotation
(thus, the flight variables «, 8, 8, ¢, p, q, r vanish, as
well as the time derivatives V, é, B), the presented
DAE system automatically reduces to only two non-
trivial equations, which derive from the first and
third equations of linear momentum along the wind
axes (which, in this special case, coincide with the
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body axes and even with the local earth axes). Eq. 4,
which is the first differential linear-momentum
equation (the first equation of translational motion),
reduces to a simple algebraic force balance as
T=gSC( (12.0)
which states that the horizontal propulsive thrust
exactly offsets the horizontal resistive drag. Eq. 6,
which is the third differential linear-momentum
equation (the third equation of translational
motion), also reduces to simple algebraic force
equality as
mgo=4qSC, (12.1D)
which states that the upward lift force exactly offsets
the downward weight.

13. Conclusions

We presented a detailed framework for modeling
the flight dynamics of a generic fixed-wing airplane,
allowing for six-degree-of-freedom motion. The
overall framework is a coupled nonlinear system
consisting of 35scalar equations (a mix of
12 differential equations and 23 algebraic
equations), and it was listed in an organized and
logical way, supported by some derivation and visual
illustrations. The variation of the air density with
altitude is captured up to a reasonable altitude of
20 km, following a set of assumptions that
corresponds to the ISA.

The model includes 39 flight variables and 30
user-defined constant parameters. Therefore, four
variables need to be specified as functional
constraints to enable obtaining a unique solution.
The selection of these constraints depends on
whether the framework is to be solved as a forward
(direct) simulation tool or as an inverse (normative)
simulation tool.

In the case of forward (direct) simulation, the
temporal profiles of four controls (thrust, ailerons’
deflection angle, elevators’ deflection angle, and
rudder deflection angle) should be specified, and
then the model explores what travel path results
from these input profiles.

In the case of inverse (normative) simulation, the
temporal profiles of the three coordinates of the
target flight trajectory and a fourth arbitrary flight
variable (such as pre-determined evolution of the
bank/roll angle or the sideslip angle) should be
specified, and then the model estimates how the four
control variables need to change simultaneously to
satisfy the desired trajectory.

List of symbols

Mass moments of inertia about the body-axis x;,
[kg.m2]
a Speed of sound in air [m/s]

Mass moments of inertia about the body-axis y,,
B (or 1y,) (kg m2]

A (or Ly)
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(orI,,)C

c

Cc

Cra
G

Cip

Clr

Reference length for lateral stability (roll) or
directional stability (yaw); can be the wing
span [m]

Mass moments of inertia about the body-axis z,
[kg.m2]

Reference length for longitudinal stability; can
be the wing mean chord [m]

Side-force coefficient. The aerodynamic side
force acts in the side wind axis y,
[dimensionless]

Aerodynamic constant that describes the linear
dependence of the side-force coefficient on the
sideslip angle [1/rad]

Drag coefficient. The drag acts in the negative
direction of the flight-path-tangent wind axis
x,, [dimensionless]

Zero-lift drag coefficient (or parasitic drag
coefficient). It is the constant part of the drag
coefficient, not dependent on the exerted lift
[dimensionless]

Lift coefficient. The lift acts in the negative

direction of the third wind axis z,
[dimensionless]
Lift coefficient at =zero angle of attack
[dimensionless]

Derivative of the lift coefficient with respect to
the angle of attack [1/rad]

Rolling-moment coefficient [dimensionless]

Aerodynamic constant that describes the linear
dependence of the rolling-moment coefficient
on the nondimensionalized roll rate
[dimensionless]

Aerodynamic constant that describes the linear
dependence of the rolling-moment coefficient
on the nondimensionalized yaw rate
[dimensionless]

Aerodynamic constant that describes the linear
dependence of the rolling-moment coefficient
on the sideslip angle [1/rad]

Aerodynamic constant that describes the linear
dependence of the rolling-moment coefficient
on the ailerons’ deflection angle [1/rad]
Aerodynamic constant that describes the linear
dependence of the rolling-moment coefficient
on the rudder deflection angle [1/rad]

Pitching-moment coefficient [dimensionless]

Aerodynamic constant, which is a fixed
(parasitic) part of the pitching-moment
coefficient, if applicable [dimensionless]
Aerodynamic constant that describes the linear
dependence of the pitching-moment coefficient
on the nondimensionalized pitch rate
[dimensionless]

Aerodynamic constant that describes the linear
dependence of the pitching-moment coefficient
on the angle of attack [1/rad]

Aerodynamic constant that describes the linear
dependence of the pitching-moment coefficient
on the elevators’ deflection angle [1/rad]

Yawing-moment coefficient [dimensionless]

Aerodynamic constant that describes the linear
dependence of the yawing-moment coefficient
on the nondimensionalized roll rate
[dimensionless]

Aerodynamic constant that describes the linear
dependence of the yawing-moment coefficient
on the nondimensionalized yaw rate
[dimensionless]



Cn(S 1

Cn(Sn

CG
D (or ;)

E (or ;)

hy

hini

KCD

L (or M,)
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Aerodynamic constant that describes the linear
dependence of the yawing-moment coefficient
on the sideslip angle [1/rad]

Aerodynamic constant that describes the linear
dependence of the yawing-moment coefficient
on the ailerons’ deflection angle [1/rad]
Aerodynamic constant that describes the linear
dependence of the yawing-moment coefficient
on the rudder deflection angle [1/rad]
Aerodynamic force coefficient in the body axis
xp [dimensionless]

Aerodynamic force coefficient in the body axis
yp [dimensionless]

Aerodynamic force coefficient in the body axis
zp [dimensionless]

Center of gravity (center of mass, or centroid)
of the aircraft

Mass product of inertia in the body-axes plane
Y — zp [kg.m2]

Mass product of inertia in the body-axes plane
xp — zp [kg.m2]

Unit vector in the body axis x;,

Unit vector in the body axis y,,

Unit vector in the body axis z,

Unit vector in the temporary rotation axis y’

Unit vector in the earth (ground) axis z;

Mass product of inertia in the body-axes plane
xp — ¥p [kgm2]

Force vector (accounting for all
aerodynamic, weight, and thrust),
components expressed in the body axes
Gravitational acceleration; treated as a constant
at the sealevel value [9.80665 m/s2]

Geopotential altitude above the sea level [m]

forces,
with

Geometric altitude above the sea level. The
altitudes in the current study are geometric
(true) altitudes by default, rather than
geopotential altitudes. [m]

Altitude above the sea level, at the transition
between the troposphere layer and the
tropopause layer, according to the International
Standard Atmosphere (ISA) model [11,000 m]
Geometric altitude above the sea level at the
take-off point [m]

Lift-induced drag coefficient. It is a constant
that describes the quadratic dependence of the
drag coefficient on the lift coefficient.
[dimensionless]

Rolling moment about the body axis x;. It is
positive if the left (port) side of the wing rises
up relative to the right (starboard) side [N.m]
Pitching moment about the body axis y;. It is

M (or M) positive if the aircraft nose (front tip) rises up

m

mq

relative to the tail [N.m]
Mass of the aircraft [kg]

Derived constant for use in the nonlinear
equation relating the air density to the altitude
in the troposphere layer, according to the
International Standard Atmosphere (ISA)
model, 1/6, [2.25577E-5 1/m]

Derived constant for use in the nonlinear
equation relating the air density to the altitude
in the tropopause layer, according to the
International Standard Atmosphere (ISA)
model, go/(R 0,) [1.57690E-4 1/m]

N (or M,) Yawing moment about the body axis z,. It is
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Nno

X (or E)

Xp

XE

XL,

Xw

positive if the aircraft nose (front tip) rotates
toward the right (starboard) side [N.m]

Derived constant exponent for use in the
nonlinear equation relating the air density to
the altitude in the troposphere layer, according
to the International Standard Atmosphere (ISA)
model, go/(R A) — 1 [4.25593, dimensionless]

Absolute pressure of air [Pa or N/m2]

Angular velocity of the rolling rotation (or roll
rate), about the body axis x;, [rad/s]

Angular velocity of the pitching rotation (or
pitch rate), about the body axis y; [rad/s]
Dynamic pressure (or velocity pressure), q =
0.5 p V2 [N/m2 or Pa “pascal”]

Gas constant of the air, when treated as a
homogenous ideal gas [287.05 ] /kg.K]

Earth’s mean radius [6,371,000 m]

Angular velocity of the yawing rotation (or yaw
rate), about the body axis z;, [rad/s]

Wing planform (projected) area [m2]

Magnitude of the thrust, which is treated here
as purely directed toward the body axis x; [N
“newton”]

Geometric constant derived from the aircraft’s
moments of inertia. It is the determinant of the
inertia matrix (tensor of inertia) [kg3.m6]
Auxiliary moment quantity used in the angular-
momentum equations [kg.m2/s2 or N.m]
Auxiliary moment quantity used in the angular-
momentum equations [kg.m2/s2 or N.m]
Auxiliary moment quantity used in the angular-
momentum equations [kg.m2/s2 or N.m]

Time [s “second”]

Component of the total velocity vector (at the
aircraft’s center of gravity) in the body axis x;,
[m/s]

Total velocity (magnitude) of the aircraft’s
center of gravity relative to the surrounding air
[m/s]

Total linear velocity vector (of the center of
gravity), with components expressed in the
body axes

Component of the total velocity vector (at the
aircraft’s center of gravity) in the body axis y,
[m/s]

Component of the total velocity vector (at the
aircraft’s center of gravity) in the body axis z,
[m/s]

Component of the aerodynamic force vector
(weight and thrust excluded) in the body axis
xp [N]

Longitudinal body axis of the aircraft (fixed in
the aircraft, from its center of gravity to its
nose)

Inertial or global earth (ground) axis aligned
with the geographic north, and fixed to the
ground at the take-off point

Component of the flight path (trajectory) in the
inertial earth (ground) axis xg. This is the net
(positive minus negative) distance traveled in
the geographic north, measured from the initial
take-off point [m]

Local earth (ground) axis that is always aligned
with the geographic north (as an invariant
reference direction), but it is translated with
the airplane (fixed at its center of gravity)

Flight wind axis, which is always tangent to the
flight path (trajectory). It is in the same
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direction as the total velocity vector. Its origin
is the aircraft’s center of gravity. The drag force
is always in the negative direction of x,,,
Component of the aerodynamic force vector
(weight and thrust excluded) in the body axis
¥y [N]

Temporary body-fixed axis, that is the
right/starboard body-axis y, after a yaw
rotation about the body-axis z,

Lateral body axis of the aircraft (fixed in the
aircraft, from its center of gravity to its
right/starboard side)

Inertial or global earth (ground) axis aligned
with the geographic east, and fixed to the
ground at the take-off point

Component of the flight path (trajectory) in the
inertial earth (ground) axis yg. This is the net
(positive minus negative) distance traveled in
the geographic east, measured from the initial
take-off point [m]

Local earth (ground) axis that is always aligned
with the geographic east (as an invariant
reference direction), but it is translated with
the airplane (fixed at its center of gravity)

Side wind axis, which is perpendicular to the
flight path. Its direction is uniquely determined
such that it is aligned with the local east earth
axis y; when the other wind axis x,, is aligned
with the local-north earth axis x;. Its origin is
the aircraft’s center of gravity.

Component of the aerodynamic force vector
(weight and thrust excluded) in the body axis
zp [N]

Downward (or floor) body axis of the aircraft
(fixed in the aircraft, from its center of gravity
to its bottom/floor)

Inertial or global earth (ground) axis pointing
toward the earth’s center, and fixed to the
ground at the take-off point

Component of the flight path (trajectory) in the
inertial earth (ground) axis z;. This is the net
(positive minus negative) distance traveled
toward the earth’s center, measured from the
initial take-off point [m]

Local earth (ground) axis that is always
pointing to the earth’s center (as an invariant
reference direction), but it is translated with
the airplane (fixed at its center of gravity). It is
always aligned with the gravitational
acceleration

Third wind axis, which is perpendicular to both
the flight path tangent (which coincides with
the wind axis x,) and the wind axis y,. Its
origin is the aircraft’s center of gravity. The lift
force is always in the negative direction of z,,
Angle of attack (AOA); tan~!(w/u) [rad]

Flank angle of attack; tan~*(v/u) [rad]

Sideslip angle or angle of side-slip (AOSS);
sin~1(v/V) [rad]

Specific heat ratio (or adiabatic index) for air
[dimensionless]

Deflection angle of either of the two movable
ailerons that are used for rolling [rad]
Deflection angle of either of the two movable
elevators that are used for pitching [rad]
Deflection angle of the movable rudder that is
used for yawing [rad]

Roll angle or bank angle; one of the three
aircraft attitude angles. It represents a rolling
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Po

P1

0o

rotation about the body axis x; (if no other
rotations are made simultaneously). It is
positive if the left/port side of the aircraft tilts
down relative to the right/starboard side. It is
also called the third Euler angle when
interpreted in the context of rotational
translations from inertial axes to the body-fixed
axes. The range is: — < ¢ < m [rad]

Air density, depends on the altitude [kg/m3]
Lapse rate in the troposphere layer (decrease in
temperature per unit increase in altitude). This
is a constant according to the International
Standard Atmosphere (ISA) model [0.0065
K/m]

Air density at the sea level, according to the
International Standard Atmosphere (ISA)
model [1.2250 kg/m3]

Air density at the transition between the
troposphere layer and the tropopause layer,
located at an altitude of 11,000 m according to
the International Standard Atmosphere (ISA)
model [0.36391 kg/m3]

Air density ratio (relative to the standard value
at the sea level) [dimensionless]

Air temperature at the sea level, according to
the International Standard Atmosphere (ISA)
model [288.15 K “equivalent to 15.00 °C”]

Air temperature at the transition between the
troposphere layer and the tropopause layer and
within the entire isothermal (constant
temperature) tropopause layer, according to
the International Standard Atmosphere (ISA)
model [216.65 K “equivalent to -56.50 °C”]
Pitch angle; one of the three aircraft attitude
angles. It represents a pitching rotation about
the body axis y;, (if no other rotations are made
simultaneously). It is positive if the nose of the
aircraft tilts up. It is also called the second Euler
angle when interpreted in the context of
rotational translations from inertial axes to the
body-fixed axes. The range is: —m/2<60 <
/2. [rad]

Climb angle, elevation flight path angle, or first
flight path angle; one of the two flight path
angles used to describe the flight path
(trajectory) in spherical axes. It represents the
angle between the horizon (or flat ground) and
the straight line connecting the aircraft to the
take-off point. The range is: 0 <86, <m/2.
[rad]. If the flight path is level (no change in
altitude) then 6, = 0

Angular velocity vector for the aircraft as a rigid
body, with the components expressed entirely
in the body axes

Angular velocity vector for the aircraft as a rigid
body, with the components expressed partly in
the three body axes and partly in the local earth
axis (z)

Angular velocity vector for the aircraft as a rigid
body, with the components expressed in three
non-orthogonal axes representing three
sequential rotations (roll about z;, then pitch
about y’, then yaw about x;,)

Yaw angle or heading angle; one of the three
aircraft attitude angles. It represents a yawing
rotation about the body axis z, (if no other
rotations are made simultaneously). It is
positive if the nose of the aircraft tilts toward
the right/starboard side. It also is called the
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first Euler angle when interpreted in the
context of rotational translations from inertial
axes to the body-fixed axes. The range is: - <
Y < 7 [rad]

Lateral (or azimuth) flight path angle, or second
flight path angle; one of the two flight path
angles used to describe the flight path
(trajectory) in spherical axes. It represents the
angle in the horizon (or in the earth plane xz —
Vi) between the ground axis x; (the earth’s
north) and projection of the straight line
connecting the aircraft to the take-off point. The
range is: 0 < ¢, < 2m. If the flight path is due
east, then i, = /2. If the flight path is due
south, then v, = m. If the flight path is due
west, then ¢, = 31/2. [rad]

Dummy integration variable that represents the
geometric altitude above the sea level [m]

Yw

Compliance with ethical standards
Conflict of interest

The author declares no conflict of interest in
preparing and executing this study. The research
was conducted with complete adherence to
academic integrity and objectivity.

References

Abbaszadehmosayebi G and Ganippa L (2014). Determination of
specific heat ratio and error analysis for engine heat release
calculations. Applied Energy, 122: 143-150.
https://doi.org/10.1016/j.apenergy.2014.01.028

Abbott [H (2012). Theory of wing sections: Including a summary
of airfoil data. Dover Publications, Mineola, USA.

Akasaka R, Huber ML, Simoni LD, and Lemmon EW (2023). A
Helmholtz energy equation of state for trans-1,1,1,4,4,4-
hexafluoro-2-butene [R-1336mzz(E)] and an auxiliary
extended corresponding states model for the transport
properties. International Journal of Thermophysics, 44(4): 50.
https://doi.org/10.1007/s10765-022-03143-5

Andreu Angulo I and Ansell PJ (2019). Influence of aspect ratio on
dynamic stall of a finite wing. AIAA Journal, 57(7): 2722-
2733. https://doi.org/10.2514/1.J057792

Ao Y, WuK, LuH,JiF, and Fan X (2023). Combustion dynamics of
high Mach number scramjet under different inflow thermal
nonequilibrium conditions. Acta Astronautica, 208: 281-295.
https://doi.org/10.1016/j.actaastro.2023.04.020

Aslanov VS (2017). Removal of large space debris by a tether tow.
In: Aslanov V (2017). Rigid body dynamics for space
applications: 255-356. Butterworth-Heinemann, Oxford, UK.
https://doi.org/10.1016/B978-0-12-811094-2.00005-4

Atasay N, Atmanli A, and Yilmaz N (2023). Liquid cooling flow
field design and thermal analysis of proton exchange
membrane fuel cells for space applications. International
Journal of Energy Research, 2023: 7533993.
https://doi.org/10.1155/2023/7533993

Barman S and Sinha M (2023a). Satellite attitude control using
double-gimbal variable-speed control moment gyro with
unbalanced rotor. Journal of Guidance, Control, and Dynamics,
46(5): 838-855. https://doi.org/10.2514/1.G006913

Barman S and Sinha M (2023b). Satellite attitude control using
double-gimbal variable-speed control moment gyroscope:
Single-loop control formulation. Journal of Guidance, Control,
and Dynamics, 46(7): 1314-1330.
https://doi.org/10.2514/1.G007054

47

Bar-Meir G (2022). Basics of fluid mechanics. Zenodo, Geneva,
Switzerland.

Beknalkar S, Bryant M, and Mazzoleni A (2024). Algorithm for
locomotion mode selection, energy estimation and path
planning for a multi-terrain screw-propelled vehicle for arctic
exploration. In the IEEE International Conference on
Advanced Intelligent Mechatronics, IEEE, Boston, USA: 1462-
1467. https://doi.org/10.1109/AIM55361.2024.10636948

Blajer W, Graffstein ], and Krawczyk M (2009). Modeling of
aircraft prescribed trajectory flight as an inverse simulation
problem. In: Awrejcewicz ] (Ed.), Modeling, simulation and
control of nonlinear engineering dynamical systems: 153-
162. Springer, Amsterdam, Netherlands.
https://doi.org/10.1007/978-1-4020-8778-3_14

Braca P, Willett P, LePage K, Marano S, and Matta V (2014).
Bayesian tracking in underwater wireless sensor networks
with port-starboard ambiguity. IEEE Transactions on Signal
Processing, 62(7): 1864-1878.
https://doi.org/10.1109/TSP.2014.2305640

Bravo-Mosquera PD, Catalano FM, and Zingg DW (2022).
Unconventional aircraft for civil aviation: A review of concepts
and design methodologies. Progress in Aerospace Sciences,
131:100813.
https://doi.org/10.1016/j.paerosci.2022.100813

Brezov D (2024). Using rotations to control observable relativistic
effects. Mathematics, 12(11): 1676.
https://doi.org/10.3390/math12111676

Brincklow JR, Montgomery ZS, and Hunsaker DF (2024).
Controlling roll-yaw coupling with aileron and twist design.
The Aeronautical Journal, 128(1327): 1961-1973.
https://doi.org/10.1017 /aer.2024.21

Cardona JJ] M, Cardona M, Canales-Verdial JI, and Ordofiez-Avila JL
(2024). Direct and inverse kinematics of a 3RRR symmetric
planar robot: An alternative of active joints. Symmetry, 16(5):
590. https://doi.org/10.3390/sym16050590

Cavell GC, Osenkowsky TG, Layer DH, Pizzi S, and Hayes WT
(2018). National association of broadcasters engineering
handbook. 11t Edition, Taylor and Francis Group,
Oxfordshire, UK.

Chen K, Yan ], and Huang P (2006). Design of air data system of an
aircraft integrated electronic standby instrument. In the
International Conference on Mechatronics and Automation,
IEEE, Luoyang, China: 1147-1151.
https://doi.org/10.1109/ICMA.2006.257787

Custodio D, Henoch CW, and Johari H (2015). Aerodynamic
characteristics of finite span wings with leading-edge
protuberances. AIAA Journal, 53(7): 1878-1893.
https://doi.org/10.2514/1.J053568

Das SK and Chatterjee D (2023). Thermodynamics of phase
change. In: Das SK and Chatterjee D (Eds.), Vapor liquid two
phase flow and phase change: 61-78. Springer International
Publishing, Cham, Switzerland.
https://doi.org/10.1007/978-3-031-20924-6_3

De Paula PA, Dos Santos MF, Mercorelli P, and Schettino VB
(2024). PID controller application in a gimbal construction for
camera stabilization and tracking. In the 25% International
Carpathian Control Conference, IEEE, Krynica Zdroéj, Poland:
1-6.
https://doi.org/10.1109/1CCC62069.2024.10569310
PMid:39029723

Della Posta G, Fratini M, Salvadore F, and Bernardini M (2024).
Direct numerical simulation of boundary layers over
microramps: Mach number effects. AIAA Journal, 62(2): 542-
556. https://doi.org/10.2514/1.J063363

Deng Y, Ridley AJ, and Wang W (2008). Effect of the altitudinal
variation of the gravitational acceleration on the
thermosphere simulation. Journal of Geophysical Research:
Space Physics, 113: A09302.
https://doi.org/10.1029/2008JA013081


https://doi.org/10.1016/j.apenergy.2014.01.028
https://doi.org/10.1007/s10765-022-03143-5
https://doi.org/10.2514/1.J057792
https://doi.org/10.1016/j.actaastro.2023.04.020
https://doi.org/10.1016/B978-0-12-811094-2.00005-4
https://doi.org/10.1155/2023/7533993
https://doi.org/10.2514/1.G006913
https://doi.org/10.2514/1.G007054
https://doi.org/10.1109/AIM55361.2024.10636948
https://doi.org/10.1007/978-1-4020-8778-3_14
https://doi.org/10.1109/TSP.2014.2305640
https://doi.org/10.1016/j.paerosci.2022.100813
https://doi.org/10.3390/math12111676
https://doi.org/10.1017/aer.2024.21
https://doi.org/10.3390/sym16050590
https://doi.org/10.1109/ICMA.2006.257787
https://doi.org/10.2514/1.J053568
https://doi.org/10.1007/978-3-031-20924-6_3
https://doi.org/10.1109/ICCC62069.2024.10569310
https://doi.org/10.2514/1.J063363
https://doi.org/10.1029/2008JA013081

Osama A. Marzouk/International Journal of Advanced and Applied Sciences, 12(1) 2025, Pages: 30-51

Dimitrios D and Maria S (2018). Assessing air transport socio-
economic footprint. International Journal of Transportation
Science and Technology, 7(4): 283-290.
https://doi.org/10.1016/j.ijtst.2018.07.001

Duben AJ (2024). Critical properties and real gases. In: Duben AJ
(Ed.), Case studies in the virtual physical chemistry
laboratory: 17-50. Springer International Publishing, Cham,
Switzerland. https://doi.org/10.1007/978-3-031-55018-8_2

Durham W (2013). Aircraft flight dynamics and control. John
Wiley and Sons, Hoboken, USA.

Ferreira AP and Gimeno L (2024). Determining precipitable water
vapour from upper-air temperature, pressure and
geopotential height. Quarterly Journal of the Royal
Meteorological Society, 150(758): 484-522.
https://doi.org/10.1002/qj.4609

Fix A], Oh ], Braun JE, and Warsinger DM (2024). Dual-module
humidity pump for efficient air dehumidification:
Demonstration and performance limitations. Applied Energy,
360:122771.
https://doi.org/10.1016/j.apenergy.2024.122771

Fu H, Song E, and Tong R (2023a). A numerical model for

hydrothermal transport in unsaturated freezing soils
considering thermodynamics equilibrium. International
Journal for Numerical and Analytical Methods in

Geomechanics, 47(5): 736-758.
https://doi.org/10.1002/nag.3490

Fu Q, Lei L, Chen W, Ren Z, He G, and Liu C (2023b). Effect of
mainstream Mach number on the flow characteristics and
cooling effectiveness of supersonic film cooling. Numerical
Heat Transfer, Part A: Applications.
https://doi.org/10.1080/10407782.2023.2287535

Gallup MG (2023). Inverse simulation of autogyros. Journal of the
American Helicopter Society, 68(4): 42001-42010.
https://doi.org/10.4050/JAHS.68.042001

Garrett SL (2020). Ideal gas laws. In Garrett SL (Ed.),
Understanding acoustics: An experimentalist's view of sound
and vibration: 333-356. Springer International Publishing,
Cham, Switzerland.
https://doi.org/10.1007/978-3-030-44787-8_7

Geissler W and van der Wall BG (2017). Dynamic stall control on
flapping wing airfoils. Aerospace Science and Technology, 62:
1-10. https://doi.org/10.1016/j.ast.2016.12.008

Geng MS, Kaynak U, and Lock GD (2009). Flow over an aerofoil
without and with a leading-edge slat at a transitional
Reynolds number. Proceedings of the Institution of
Mechanical Engineers, Part G: Journal of Aerospace
Engineering, 223(3): 217-231.
https://doi.org/10.1243/09544100JAER0434

Georgiadis NJ, Wernet MP, Locke R], and Eck Dennis G (2024).
Mach number and heating effects on turbulent supersonic jets.
AIAA Journal, 62(1): 31-51.
https://doi.org/10.2514/1.J063186

Gerkema T and Duran-Matute M (2017). Interannual variability of
mean sea level and its sensitivity to wind climate in an inter-
tidal basin. Earth System Dynamics, 8(4): 1223-1235.
https://doi.org/10.5194 /esd-8-1223-2017

Geske AM, Herold DM, and Kummer S (2024). Artificial
intelligence as a driver of efficiency in air passenger transport:
A systematic literature review and future research avenues.
Journal of the Air Transport Research Society, 3: 100030.
https://doi.org/10.1016/j.jatrs.2024.100030

Gohardani AS, Doulgeris G, and Singh R (2011). Challenges of
future aircraft propulsion: A review of distributed propulsion
technology and its potential application for the all electric
commercial aircraft. Progress in Aerospace Sciences, 47(5):
369-391. https://doi.org/10.1016/j.paerosci.2010.09.001

Guo ], Shang H, Cai G, Jin Y, Wang K, and Li S (2023). Early
detection of coal spontaneous combustion by complex
acoustic waves in a concealed fire source. ACS Omega, 8(19):

48

16519-16531.
https://doi.org/10.1021/acsomega.3c00199
PMid:37214726 PMCid:PMC10193550

Hammer PR, Garmann DJ, and Visbal MR (2022). Effect of aspect
ratio on finite-wing dynamic stall. AIAA Journal, 60(12):
6581-6593. https://doi.org/10.2514/1.J062109

Han Q, Jiang Z, and Chu F (2023). Micro-vibration modeling and
analysis of single-gimbal control moment gyros.
Communications in Nonlinear Science and Numerical
Simulation, 118: 107040.
https://doi.org/10.1016/j.cnsns.2022.107040

Hanai H, Mita Y, Hirogaki T, and Aoyama E (2024). Monitoring
method of ball rolling motion with quaternion-based signal
processing. Advances in Science and Technology, 143: 55-60.
https://doi.org/10.4028/p-psCv09

Hantrais-Gervois JL and Destarac D (2015). Drag polar invariance
with flexibility. Journal of Aircraft, 52(3): 997-1001.
https://doi.org/10.2514/1.C033193

Hay WW (2013). The nature of energy received from the sun: The
analogies with water waves and sound. In: Hay WW (Ed.),
Experimenting on a small planet: 180-207. Springer, Berlin,
Germany. https://doi.org/10.1007/978-3-642-28560-8_6

Hu D, Li R, Liu P, and Zhao ] (2016). The design and influence of
port arrangement on an improved wave rotor refrigerator
performance. Applied Thermal Engineering, 107: 207-217.
https://doi.org/10.1016/j.applthermaleng.2016.06.168

Huang Q, Zheng G, and Abbas M (2023). Data-driven solution for
supersonic aerodynamics analysis of Perovskite solar cells
considering the velocity of sound and Mach number.
Mechanics of Advanced Materials and Structures, 31(27):
8832-8855.
https://doi.org/10.1080/15376494.2023.2263445

Huda Z and Edi P (2013). Materials selection in design of
structures and engines of supersonic aircrafts: A review.
Materials and Design (1980-2015), 46: 552-560.
https://doi.org/10.1016/j.matdes.2012.10.001

Hwang O, Lee MC, Weng W, Zhang Y, and Li Z (2019).
Development of novel ultrasonic temperature measurement
technology for combustion gas as a potential indicator of
combustion instability diagnostics. Applied Thermal
Engineering, 159: 113905.
https://doi.org/10.1016/j.applthermaleng.2019.113905

Islas-Narvaez EA, Ituna-Yudonago JF, Ramos-Velasco LE, Vega-
Navarrete MA, and Garcia-Salazar O (2022). Design and
determination of aerodynamic coefficients of a tail-sitter
aircraft by means of CFD numerical simulation. Machines,
11(1): 17. https://doi.org/10.3390/machines11010017

Jameel AT, Al-Qasaab MR, and Al-Naffakh ] (2021). Decorative
flame behavior study in visualizing wavelengths and
frequency: Ruben's tube construction experiment.
International Journal of Environment, Engineering and
Education, 3(2): 41-47.
https://doi.org/10.55151/ijeedu.v3i2.49

Javaid AY, Sun W, Devabhaktuni VK, and Alam M (2012). Cyber
security threat analysis and modeling of an unmanned aerial
vehicle system. In the IEEE Conference on Technologies for
Homeland Security, IEEE, Waltham, USA: 585-590.
https://doi.org/10.1109/THS.2012.6459914

Jung BK and Rezgui D (2023). Sectional leading edge vortex lift
and drag coefficients of autorotating samaras. Aerospace,
10(5): 5. https://doi.org/10.3390/aerospace10050414

Kalakou S, Marques C, Prazeres D, and Agouridas V (2023).
Citizens' attitudes towards technological innovations: The
case of urban air mobility. Technological Forecasting and
Social Change, 187: 122200.
https://doi.org/10.1016/j.techfore.2022.122200

Kang R, Chanal H, Bonnemains T, Pateloup S, Branson DT, and Ray
P (2012). Learning the forward kinematics behavior of a
hybrid robot employing artificial neural networks. Robotica,


https://doi.org/10.1016/j.ijtst.2018.07.001
https://doi.org/10.1007/978-3-031-55018-8_2
https://doi.org/10.1002/qj.4609
https://doi.org/10.1016/j.apenergy.2024.122771
https://doi.org/10.1002/nag.3490
https://doi.org/10.1080/10407782.2023.2287535
https://doi.org/10.4050/JAHS.68.042001
https://doi.org/10.1007/978-3-030-44787-8_7
https://doi.org/10.1016/j.ast.2016.12.008
https://doi.org/10.1243/09544100JAERO434
https://doi.org/10.2514/1.J063186
https://doi.org/10.5194/esd-8-1223-2017
https://doi.org/10.1016/j.jatrs.2024.100030
https://doi.org/10.1016/j.paerosci.2010.09.001
https://doi.org/10.1021/acsomega.3c00199
https://doi.org/10.2514/1.J062109
https://doi.org/10.1016/j.cnsns.2022.107040
https://doi.org/10.4028/p-psCvO9
https://doi.org/10.2514/1.C033193
https://doi.org/10.1007/978-3-642-28560-8_6
https://doi.org/10.1016/j.applthermaleng.2016.06.168
https://doi.org/10.1080/15376494.2023.2263445
https://doi.org/10.1016/j.matdes.2012.10.001
https://doi.org/10.1016/j.applthermaleng.2019.113905
https://doi.org/10.3390/machines11010017
https://doi.org/10.55151/ijeedu.v3i2.49
https://doi.org/10.1109/THS.2012.6459914
https://doi.org/10.3390/aerospace10050414
https://doi.org/10.1016/j.techfore.2022.122200

Osama A. Marzouk/International Journal of Advanced and Applied Sciences, 12(1) 2025, Pages: 30-51

30(5): 847-855.
https://doi.org/10.1017/5026357471100107X

Kaushik M (2022). Gas kinetics—Basic concepts. In: Kaushik M
(Ed.), Fundamentals of gas dynamics: 1-46. Springer,
Singapore, Singapore.
https://doi.org/10.1007/978-981-16-9085-3_1

Khaji M, Degrez G, and van der Mullen ] (2023). Self-consistent
modeling of the flow-chemistry interplay in supersonically
expanding CO2 mixtures; positive feedback of flow properties
in supporting dissociation. Plasma Processes and Polymers,
20:e2200189. https://doi.org/10.1002 /ppap.202200189

Kim JH, Mai TL, Cho A, Heo N, Yoon HK, Park JY, and Byun SH
(2024). Establishment of a pressure variation model for the
state estimation of an underwater vehicle. Applied Sciences,
14(3): 3. https://doi.org/10.3390/app14030970

Kitajima T, Akiyama K, Suzuki H, and Yasuno T (2024). Cloud
distribution forecasting model using ground altitude
information and CNN. In: Ma Y (Ed.), Progressive and
integrative ideas and applications of engineering systems
under the framework of I0T and Al: 134-145. Volume 1076,
Springer Nature, Singapore, Singapore.
https://doi.org/10.1007 /978-981-99-6303-4_11

Kuprikov NM (2023). International standard atmosphere—A tool
for technological measurement sovereignty in the aerospace
industry. E3S Web of Conferences, 460: 07022.
https://doi.org/10.1051/e3sconf/202346007022

Lamour R, Mérz R, and Tischendorf C (2013). Differential-
algebraic equations: A projector based analysis. Springer,
Berlin, Germany.
https://doi.org/10.1007/978-3-642-27555-5

Laptev AM, Bram M, Garbiec D, Rathel ], van der Laan A, Beynet Y,
Huber ], Kiister M, Cologna M, and Guillon O (2024). Tooling in
spark plasma sintering technology: Design, optimization, and
application. Advanced Engineering Materials, 26: 2301391.
https://doi.org/10.1002 /adem.202301391

Levchenko MM and Levchenko MA (2023). Information
technology procedures of error identification in metrological
documents specifying the standard atmosphere parameters in
terms of aircraft. Russian Aeronautics, 66: 182-192.
https://doi.org/10.3103/S1068799823010257

Li C, Pan T, Yan Z, Zheng M, Li Q, and Dowell EH (2023).
Aerodynamic characteristics of morphing supersonic cascade
under low-upstream-Mach-number condition. AIAA Journal,
61(4): 1708-1719. https://doi.org/10.2514/1.J062563

Liu H, Luo Y, Liu H, and Hao C (2023). Grid gallop analysis using
the Euler angle estimation method. In the 2 International
Conference on Smart Grids and Energy Systems, IEEE,
Guangzhou, China: 214-217.
https://doi.org/10.1109/SGES59720.2023.10366909

Lorenzetti JS, Bafiuelos L, Clarke R, Murillo O], and Bowers A
(2017). Determining products of inertia for small scale UAVs.
In the 55t AIAA Aerospace Sciences Meeting, Grapevine, USA.
https://doi.org/10.2514/6.2017-0547

Lu L (2010). Inverse modelling and inverse simulation for
engineering applications. Lap Lambert Academic Publishing,
Saarbrucken, Germany.

Lui HFS, Wolf WR, Ricciardi TR, and Gaitonde DV (2024). Mach
number effects on shock-boundary layer interactions over
curved surfaces of supersonic turbine cascades. Theoretical
and Computational Fluid Dynamics, 38(4): 451-478.
https://doi.org/10.1007 /s00162-024-00712-2

Mahony JD (2013). Gauging the earth. The Mathematical Gazette,
97(540): 413-420.
https://doi.org/10.1017/S0025557200000140

Marzouk OA (2008). A two-step computational aeroacoustics
method applied to high-speed flows. Noise Control
Engineering Journal, 56(5): 396-410.
https://doi.org/10.3397/1.2978229

49

Marzouk OA (2009). Direct numerical simulations of the flow past
a cylinder moving with sinusoidal and nonsinusoidal profiles.
Journal of Fluids Engineering, 131(12): 121201.
https://doi.org/10.1115/1.4000406

Marzouk OA (2010a). Characteristics of the flow-induced
vibration and forces with 1- and 2-DOF vibrations and limiting
solid-to-fluid density ratios. Journal of Vibration and
Acoustics, 132(4): 041013.
https://doi.org/10.1115/1.4001503

Marzouk OA (2010b). Contrasting the Cartesian and polar forms
of the shedding-induced force vector in response to 12
subharmonic and superharmonic mechanical excitations.
Fluid Dynamics Research, 42(3): 035507.
https://doi.org/10.1088/0169-5983/42/3/035507

Marzouk OA (2011a). Flow control using bifrequency motion.
Theoretical and Computational Fluid Dynamics, 25(6): 381-
405. https://doi.org/10.1007/s00162-010-0206-6

Marzouk OA (2011b). One-way and two-way couplings of CFD and
structural models and application to the wake-body
interaction. Applied Mathematical Modelling, 35(3): 1036-
1053. https://doi.org/10.1016/j.apm.2010.07.049

Marzouk OA (2017). Performance analysis of shell-and-tube
dehydrogenation  module:  Dehydrogenation  module.
International Journal of Energy Research, 41(4): 604-610.
https://doi.org/10.1002/er.3637

Marzouk OA (2018). Radiant heat transfer in nitrogen-free
combustion environments. International Journal of Nonlinear
Sciences and Numerical Simulation, 19(2): 175-188.
https://doi.org/10.1515/ijnsns-2017-0106

Marzouk OA (2020). The Sod gasdynamics problem as a tool for
benchmarking face flux construction in the finite volume
method. Scientific African, 10: e00573.
https://doi.org/10.1016/j.sciaf.2020.e00573

Marzouk OA (2022). Urban air mobility and flying cars: Overview,
examples, prospects, drawbacks, and solutions. Open
Engineering, 12(1): 662-679.
https://doi.org/10.1515/eng-2022-0379

Marzouk OA and Nayfeh AH (2007). Mitigation of ship motion
using passive and active anti-roll tanks. In the ASME 2007
International Design Engineering Technical Conferences and
Computers and Information in Engineering Conference, ASME,
Las Vegas, USA, 48027: 215-229.
https://doi.org/10.1115/DETC2007-35571

Marzouk OA and Nayfeh AH (2008a). A parametric study and
optimization of ship-stabilization systems. In the 1st WSEAS
International Conference on Maritime and Naval Science and
Engineering, Valletta, Malta: 169-174.

Marzouk OA and Nayfeh AH (2008b). Hydrodynamic forces on a
moving cylinder with time-dependent frequency variations. In
the 46t AIAA Aerospace Sciences Meeting and Exhibit.
https://doi.org/10.2514/6.2008-680 PMCid:PMC2645736

Marzouk OA and Nayfeh AH (2009a). Control of ship roll using
passive and active anti-roll tanks. Ocean Engineering, 36(9):
661-671. https://doi.org/10.1016/j.oceaneng.2009.03.005

Marzouk OA and Nayfeh AH (2009b). Reduction of the loads on a
cylinder undergoing harmonic in-line motion. Physics of
Fluids, 21(8): 083103. https://doi.org/10.1063/1.3210774

Marzouk OA and Nayfeh AH (2010). Characterization of the flow
over a cylinder moving harmonically in the cross-flow
direction. International Journal of Non-Linear Mechanics,
45(8): 821-833.
https://doi.org/10.1016/j.ijnonlinmec.2010.06.004

Matsui M, Honjo N, Michishita K, and Yokoyama S (2023a).
Characteristics of lightning discharges to wind turbines and
weather conditions at upper air in winter in Japan. In the 12t
Asia-Pacific International Conference on Lightning, IEEE,
Langkawi, Malaysia: 1-6.
https://doi.org/10.1109/APL57308.2023.10181380


https://doi.org/10.1017/S026357471100107X
https://doi.org/10.1007/978-981-16-9085-3_1
https://doi.org/10.1002/ppap.202200189
https://doi.org/10.3390/app14030970
https://doi.org/10.1007/978-981-99-6303-4_11
https://doi.org/10.1051/e3sconf/202346007022
https://doi.org/10.1007/978-3-642-27555-5
https://doi.org/10.1002/adem.202301391
https://doi.org/10.3103/S1068799823010257
https://doi.org/10.2514/1.J062563
https://doi.org/10.1109/SGES59720.2023.10366909
https://doi.org/10.2514/6.2017-0547
https://doi.org/10.1007/s00162-024-00712-2
https://doi.org/10.1017/S0025557200000140
https://doi.org/10.3397/1.2978229
https://doi.org/10.1115/1.4000406
https://doi.org/10.1115/1.4001503
https://doi.org/10.1088/0169-5983/42/3/035507
https://doi.org/10.1007/s00162-010-0206-6
https://doi.org/10.1016/j.apm.2010.07.049
https://doi.org/10.1002/er.3637
https://doi.org/10.1515/ijnsns-2017-0106
https://doi.org/10.1016/j.sciaf.2020.e00573
https://doi.org/10.1515/eng-2022-0379
https://doi.org/10.1115/DETC2007-35571
https://doi.org/10.2514/6.2008-680
https://doi.org/10.1016/j.oceaneng.2009.03.005
https://doi.org/10.1063/1.3210774
https://doi.org/10.1016/j.ijnonlinmec.2010.06.004
https://doi.org/10.1109/APL57308.2023.10181380

Osama A. Marzouk/International Journal of Advanced and Applied Sciences, 12(1) 2025, Pages: 30-51

Matsui M, Michishita K, and Yokoyama S (2023b). Influence of the
-10 °C isotherm altitudes on winter lightning incidence at
wind turbines in coastal areas of the Sea of Japan.
Atmospheric Research, 296: 107071.
https://doi.org/10.1016/j.atmosres.2023.107071

Matyja T, Stanik Z, and Kubik A (2023). Automatic correction of
barometric altimeters using additional air temperature and
humidity measurements. GPS Solutions, 28: 40.
https://doi.org/10.1007/s10291-023-01582-7

Meku AA, Nageswara Rao DK, Mebratu MM, and Getnet LA (2023).
Evaluation of the impact of wing span and wing chord length
on the aerodynamic performance of Cessna 172-R aircraft. In:
Woldegiorgis BH, Mequanint K, Getie MZ, Mulat EG, and
Alemayehu Assegie A (Eds.), Advancement of science and
technology: 419-434. Springer Nature, Cham, Switzerland.
https://doi.org/10.1007/978-3-031-33610-2_24

Melnikov VG (2012). Inertia tensors and centres of masses
identification at semiprogram precession motions. In the IEEE
International Conference on Control Applications, IEEE,
Dubrovnik, Croatia: 494-497.
https://doi.org/10.1109/CCA.2012.6402471

Mi B and Zhan H (2020). Review of numerical simulations on
aircraft dynamic stability derivatives. Archives of
Computational Methods in Engineering, 27(5): 1515-1544.
https://doi.org/10.1007/s11831-019-09370-8

Nandagopal NS (2023). Chemical thermodynamics. In:
Nandagopal NS (Ed.), Chemical engineering principles and
applications: 81-174. Springer International Publishing,
Cham, Switzerland.
https://doi.org/10.1007/978-3-031-27879-2_2

Nandagopal NS (2024). Support areas: Thermodynamics. In:
Nandagopal NS (Ed.), HVACR principles and applications: 85-
125. Springer Nature, Cham, Switzerland.
https://doi.org/10.1007 /978-3-031-45267-3_3

Negahban MH, Bashir M, Traisnel V, and Botez RM (2024).
Seamless morphing trailing edge flaps for UAS-S45 using high-
fidelity aerodynamic optimization. Chinese Journal of
Aeronautics, 37(2): 12-29.
https://doi.org/10.1016/j.cja.2023.10.024

Oksuztepe E, Bayrak ZU, and Kaya U (2023). Effect of flight level to
maximum power utilization for PEMFC/supercapacitor hybrid
UAV with switched reluctance motor thruster. International
Journal of Hydrogen Energy, 48(29): 11003-11016.
https://doi.org/10.1016/j.ijhydene.2022.12.160

Orlov S (2018). Genesis of the Planet Earth. International Journal
of Scientific Research in Civil Engineering, 2(5): 51-59.

Palit ], Janiuk A, and Sukova P (2019). Effects of adiabatic index on
the sonic surface and time variability of low angular
momentum accretion flows. Monthly Notices of the Royal
Astronomical Society, 487(1): 755-768.
https://doi.org/10.1093 /mnras/stz1296

Pecora R (2021). Morphing wing flaps for large civil aircraft:
Evolution of a smart technology across the Clean Sky program.
Chinese Journal of Aeronautics, 34(7): 13-28.
https://doi.org/10.1016/j.cja.2020.08.004

Prashantha BG, Seetharamu S, Narasimham GSVL, and Manjunatha
K (2023). Effect of gas spacing and resonance frequency on
theoretical performance of thermoacoustic refrigerators.
International Journal of Air-Conditioning and Refrigeration,
31: 11. https://doi.org/10.1007 /s44189-023-00027-7

Qiao G, Zhang T, and Barakos GN (2024). Numerical simulation of
distributed propulsion systems using CFD. Aerospace Science
and Technology, 147: 109011.
https://doi.org/10.1016/j.ast.2024.109011

Qin Y, Liu P, Qu Q, and Guo H (2016). Numerical study of
aerodynamic forces and flow physics of a delta wing in
dynamic ground effect. Aerospace Science and Technology,
51:203-221. https://doi.org/10.1016/j.ast.2016.02.007

50

Qu Q Wang W, Liu P, and Agarwal RK (2015). Airfoil
aerodynamics in ground effect for wide range of angles of
attack. AIAA Journal, 53(4): 1048-1061.
https://doi.org/10.2514/1.J053366

Randall R, Shkarayev S, Abate G, and Babcock ] (2012).
Longitudinal aerodynamics of rapidly pitching fixed-wing
micro air vehicles. Journal of Aircraft, 49(2): 453-471.
https://doi.org/10.2514/1.C031378

Raol JR and Singh ] (2023). Flight mechanics modeling and
analysis. 2nd Edition, CRC Press, Boca Raton, USA.
https://doi.org/10.1201/9781003293514

Rizzi A (2011). Modeling and simulating aircraft stability and
control—The SimSAC project. Progress in Aerospace Sciences,
47(8): 573-588.
https://doi.org/10.1016/j.paerosci.2011.08.004

Rizzi SA, Letica S, Boyd DD, and Lopes LV (2024). Prediction of
noise-power-distance data for urban air mobility vehicles.
Journal of Aircraft, 61(1): 166-182.
https://doi.org/10.2514/1.C037435

Rucker C and Wensing PM (2022). Smooth parameterization of
rigid-body inertia. IEEE Robotics and Automation Letters,
7(2): 2771-2778.
https://doi.org/10.1109/LRA.2022.3144517

Santana J], Ramos A, Rodriguez-Gonzalez A, Vasconcelos HC, Mena
V, Fernandez-Pérez BM, and Souto RM (2019). Shortcomings
of international standard ISO 9223 for the classification,
determination, and estimation of atmosphere corrosivities in
subtropical archipelagic conditions—The case of the Canary
Islands (Spain). Metals, 9(10): 1105.
https://doi.org/10.3390/met9101105

Santos P, Sousa ], and Gamboa P (2017). Variable-span wing
development for improved flight performance. Journal of
Intelligent Material Systems and Structures, 28(8): 961-978.
https://doi.org/10.1177/1045389X15595719

Scherllin-Pirscher B, Steiner AK, Kirchengast G, Schwiarz M, and
Leroy SS (2017). The power of vertical geolocation of
atmospheric profiles from GNSS radio occultation. Journal of
Geophysical Research: Atmospheres, 122(3): 1595-1616.
https://doi.org/10.1002/2016JD025902
PMid:28516029 PMCid:PM(C5412943

Secco NR and Mattos BSD (2017). Artificial neural networks to
predict aerodynamic coefficients of transport airplanes.
Aircraft Engineering and Aerospace Technology, 89(2): 211-
230. https://doi.org/10.1108/AEAT-05-2014-0069

Simpson ]G, Qin C, and Loth E (2023). Predicted roundtrip
efficiency for compressed air energy storage using spray-
based heat transfer. Journal of Energy Storage, 72: 108461.
https://doi.org/10.1016/j.est.2023.108461

Smith MD and Richards C (2023). The influence of Mach number
and overpressure on the structure of supersonic gas jets.
Monthly Notices of the Royal Astronomical Society, 526(3):
3407-3420. https://doi.org/10.1093 /mnras/stad2879

Song J, Kim T, and Song S] (2012). Experimental determination of
unsteady aerodynamic coefficients and flutter behavior of a
rigid wing. Journal of Fluids and Structures, 29: 50-61.
https://doi.org/10.1016/j.jfluidstructs.2011.12.009

Spedding GR and McArthur ] (2010). Span efficiencies of wings at
low Reynolds numbers. Journal of Aircraft, 47(1): 120-128.
https://doi.org/10.2514/1.44247

Stankovic A and Miiller WH (2024). An overview of methods for
the description of rotations. In: Miiller WH, Noe A, and Ferber
F (Eds.), New achievements in mechanics: A tribute to Klaus
Peter Herrmann: 425-439. Springer Nature, Cham,
Switzerland. https://doi.org/10.1007/978-3-031-56132-0_18

Stengel RF (2022). Flight dynamics. 2 Edition. Princeton
University Press, Princeton, USA.

Stober G, Baumgarten K, McCormack JP, Brown P, and Czarnecki ]
(2020). Comparative study between ground-based


https://doi.org/10.1016/j.atmosres.2023.107071
https://doi.org/10.1007/s10291-023-01582-7
https://doi.org/10.1007/978-3-031-33610-2_24
https://doi.org/10.1109/CCA.2012.6402471
https://doi.org/10.1007/s11831-019-09370-8
https://doi.org/10.1007/978-3-031-27879-2_2
https://doi.org/10.1007/978-3-031-45267-3_3
https://doi.org/10.1016/j.cja.2023.10.024
https://doi.org/10.1016/j.ijhydene.2022.12.160
https://doi.org/10.1093/mnras/stz1296
https://doi.org/10.1016/j.cja.2020.08.004
https://doi.org/10.1007/s44189-023-00027-7
https://doi.org/10.1016/j.ast.2024.109011
https://doi.org/10.1016/j.ast.2016.02.007
https://doi.org/10.2514/1.J053366
https://doi.org/10.2514/1.C031378
https://doi.org/10.1201/9781003293514
https://doi.org/10.1016/j.paerosci.2011.08.004
https://doi.org/10.2514/1.C037435
https://doi.org/10.1109/LRA.2022.3144517
https://doi.org/10.3390/met9101105
https://doi.org/10.1177/1045389X15595719
https://doi.org/10.1002/2016JD025902
https://doi.org/10.1108/AEAT-05-2014-0069
https://doi.org/10.1016/j.est.2023.108461
https://doi.org/10.1093/mnras/stad2879
https://doi.org/10.1016/j.jfluidstructs.2011.12.009
https://doi.org/10.2514/1.44247
https://doi.org/10.1007/978-3-031-56132-0_18

Osama A. Marzouk/International Journal of Advanced and Applied Sciences, 12(1) 2025, Pages: 30-51

observations and NAVGEM-HA analysis data in the
mesosphere and lower thermosphere region. Atmospheric
Chemistry and Physics, 20(20): 11979-12010.
https://doi.org/10.5194 /acp-20-11979-2020

Struchtrup H (2014). Thermodynamics and energy conversion.
Springer, Berlin, Germany.
https://doi.org/10.1007/978-3-662-43715-5

Sun |, Hoekstra JM, and Ellerbroek ] (2020). Estimating aircraft
drag polar using open flight surveillance data and a stochastic
total energy model. Transportation Research Part C: Emerging
Technologies, 114: 391-404.
https://doi.org/10.1016/j.trc.2020.01.026

Svozil K (2023). Early UFO sagas and legends prior to trinity (July
1945). In: Svozil K (Ed.), UFOs: Unidentified aerial
phenomena: Observations, explanations and speculations: 3-
13. Springer International Publishing, Cham, Switzerland.
https://doi.org/10.1007/978-3-031-34398-8_1

Tai S, Wang L, Wang Y, Bu C, and Yue T (2023). Flight dynamics
modeling and aerodynamic parameter identification of four-
degree-of-freedom virtual flight test. AIAA Journal, 61(6):
2652-2665. https://doi.org/10.2514/1.J062188

Tamesue K, Wen Z, Yamaguchi S, Kasai H, Kameyama W, Sato T,
Katsuyama Y, Sato T, and Maesaka T (2023). A machine
learning-based non-precipitating clouds estimation for THz
dual-frequency radar. In the IEEE Conference on Antenna
Measurements and Applications, IEEE, Genoa, Italy: 376-380.
https://doi.org/10.1109/CAMA57522.2023.10352672

Tasca AL, Cipolla V, Abu Salem K, and Puccini M (2021).
Innovative box-wing aircraft: Emissions and climate change.
Sustainability, 13(6): 6. https://doi.org/10.3390/su13063282

Tewari A (2016). Flight of airplanes and gliders: Vertical plane. In:
Tewari A (Ed.), Basic flight mechanics: 43-72. Springer
International Publishing, Cham, Switzerland.
https://doi.org/10.1007/978-3-319-30022-1_3

Thomas JW (2010). Numerical partial differential equations.
Springer, Berlin, Germany.

Tian Y, Feng P, Liu P, Hu T, and Qu Q (2017). Spoiler upward
deflection on transonic buffet control of supercritical airfoil
and wing. Journal of Aircraft, 54(3): 1229-1233.
https://doi.org/10.2514/1.C033574

Torenbeek E (2013). Advanced aircraft design: Conceptual design,
analysis and optimization of subsonic civil airplanes. 1st
Edition, Wiley, Hoboken, USA.
https://doi.org/10.1002/9781118568101

Voet LJA, Prashanth P, Speth RL, Sabnis JS, Tan CS, and Barrett
SRH (2024). Reduced-order model for supersonic transport
takeoff noise scaling with cruise Mach number. Journal of
Aircraft, 61(4): 1155-1168.
https://doi.org/10.2514/1.C037633

Wang H, Jiang X, Chao Y, Li Q, Li M, Zheng W, and Chen T (2019).
Effects of leading edge slat on flow separation and
aerodynamic performance of wind turbine. Energy, 182: 988-
998. https://doi.org/10.1016/j.energy.2019.06.096

51

Wang X and Cai L (2015). Mathematical modeling and control of a
tilt-rotor aircraft. Aerospace Science and Technology, 47:
473-492. https://doi.org/10.1016/j.ast.2015.10.012

Woody Al (2013). How is the ideal gas law explanatory? Science
and Education, 22(7): 1563-1580.
https://doi.org/10.1007/s11191-011-9424-6

Xu X and Lagor FD (2021). Quasi-steady effective angle of attack
and its use in lift-equivalent motion design. AIAA Journal,
59(7): 2613-2626. https://doi.org/10.2514/1.J059663

Young M (2020). Capital, class and the social necessity of
passenger air transport. Progress in Human Geography, 44(5):
938-958. https://doi.org/10.1177/0309132519888680

Yuan P, Zhang M, Jiang W, Awange ], Mayer M, Schuh H, and
Kutterer H (2024). Chapter 10—GNSS application for weather
and climate change monitoring. In: Aoki Y and Kreemer C
(Eds.), GNSS monitoring of the terrestrial environment: 189-
204. Elsevier, Amsterdam, Netherlands.
https://doi.org/10.1016/B978-0-323-95507-2.00006-2

Zajdel A, Krawczyk M, and Szczepanski C (2022). Pre-flight test
verification of automatic stabilization system using aircraft
trimming surfaces. Aerospace, 9(2): 111.
https://doi.org/10.3390/aerospace9020111

Zajdel A, Krawczyk M, and Szczepanski C (2023). Trim tab flight
stabilisation system performance assessment under degraded
actuator speeds. Aerospace, 10(5): 429.
https://doi.org/10.3390/aerospace10050429

Zamuraev VP and Kalinina AP (2023). Combustion of kerosene in
a supersonic flow at Mach number m = 1.7 under the action of
gas-dynamical pulses. Journal of Engineering Physics and
Thermophysics, 96(4): 906-912.
https://doi.org/10.1007 /s10891-023-02752-7

Zhang F and Graham D] (2020). Air transport and economic
growth: A review of the impact mechanism and causal
relationships. Transport Reviews, 40(4): 506-528.
https://doi.org/10.1080/01441647.2020.1738587

Zhang JH and Yao ZX (2013). Optimized explicit finite-difference
schemes for spatial derivatives using maximum norm. Journal
of Computational Physics, 250: 511-526.
https://doi.org/10.1016/j.jcp.2013.04.029

Zheng C, Jin Z, Dong Q, and Yang Z (2024). Numerical investigation
of the influences of ridge ice parameters on lift and drag
coefficients of airfoils through design of experiments.
Advances in Mechanical Engineering, 16(1).
https://doi.org/10.1177/16878132231226056

Zhou W and Wang H (2015). Researches on inverse simulation's
applications in teleoperation rendezvous and docking based
on hyper-ellipsoidal restricted model predictive control for
inverse simulation structure. Proceedings of the Institution of
Mechanical Engineers, Part G: Journal of Aerospace
Engineering, 229(9): 1675-1689.
https://doi.org/10.1177/0954410014558320


https://doi.org/10.5194/acp-20-11979-2020
https://doi.org/10.1007/978-3-662-43715-5
https://doi.org/10.1016/j.trc.2020.01.026
https://doi.org/10.1007/978-3-031-34398-8_1
https://doi.org/10.2514/1.J062188
https://doi.org/10.1109/CAMA57522.2023.10352672
https://doi.org/10.3390/su13063282
https://doi.org/10.1007/978-3-319-30022-1_3
https://doi.org/10.2514/1.C033574
https://doi.org/10.1002/9781118568101
https://doi.org/10.2514/1.C037633
https://doi.org/10.1016/j.energy.2019.06.096
https://doi.org/10.1016/j.ast.2015.10.012
https://doi.org/10.1007/s11191-011-9424-6
https://doi.org/10.2514/1.J059663
https://doi.org/10.1177/0309132519888680
https://doi.org/10.1016/B978-0-323-95507-2.00006-2
https://doi.org/10.3390/aerospace9020111
https://doi.org/10.3390/aerospace10050429
https://doi.org/10.1007/s10891-023-02752-7
https://doi.org/10.1080/01441647.2020.1738587
https://doi.org/10.1016/j.jcp.2013.04.029
https://doi.org/10.1177/16878132231226056
https://doi.org/10.1177/0954410014558320

	Coupled differential-algebraic equations framework for modeling six-degree-of-freedom flight dynamics of asymmetric fixed-wing aircraft
	1. Introduction
	2. Structure of the model
	3. Angular velocity vector in body axes (three differential equations)
	4. Three linear-momentum equations (three differential equations)
	5. Angular-momentum equations (three differential equations, three algebraic equations)
	6. Transforming the linear velocity from spherical flight path axes to ground axes (three algebraic equations)
	7. Relating flight path angles to aircraft attitude angles and wind angles (two algebraic equations)
	8. Dynamic pressure and aerodynamic forces (four algebraic equations)
	9. Moments (three algebraic equations)
	10. Aerodynamic coefficients (nine algebraic equations)
	11. Air Density as a function of altitude (two algebraic equations)
	12. Results and discussion
	13. Conclusions
	List of symbols
	Compliance with ethical standards
	Conflict of interest
	References




